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August 16, 2011

Mr. Roelof van Ark, CEO
California High' Speed Rail Authority
925 L Street, Suite 1425
Sacramento, CA 95814

Dear Mr. van Ark:

The planning by the High Speed Rail Authority to construct new high speed rail corridors
through the jurisdiction of the Alview-Dairyland Union School District has caused our Board of
Trustees (Trustees) to become vitally concerned.

As described best by your authority, the proposed high speed rail system through California is
“the largest public infrastructure project in the nation.” While we have great respect for the
magnitude of the project you are charged with carrying out, we must insist that you do so while
taking into account the very real local impacts that will occur to our vital public education system
if you proceed with the route alternatives now being advanced.

Because of this, we request a meeting direcﬂy with you as soon as possible. As a starting point,

we have August 24, 2011 and September 1, 2011 available to meet with you. It is critical that
you be apprised of the impact our district will face as a result of the proposed alternatives you
are advancing so that you have the opportunity to study ways to resolve these conflicts prior to
the release of the final Environmental Impact Report (EIR)/Environmental Statement (EIS).

We are well aware of your refusal to coordinate the project as required under the Naticnal
Environmental Policy Act with Kings County. We are also aware that your representative was
instructed to refuse to answer the Supervisor's questions at the last meeting requested by them.
This is why we request a meeting directly with you to learn firsthand whether or not you will
direct the authority’s staff to consider the very real impacts the Alview-Dairyland Union School
District will face, especially now that you've released your Draft Environmental Impact Study
(DEIS).

On July 15, 2011, the Trustees adopted the attached resolution to make clear the board is
prepared to insist this project be coordinated with our district to the maximum extent allowed by
‘law. Itis the responsibility of the Trustees to ensure the policies and plans implemented by the
High Speed Rail Authority (HSRA) do not detrlmentally affect our ability to prowde an excellent
educational system for our students and our community as a whole.

While it is well past the time to begin the process of coordinating ybur federal study with our
District, we welcome the opportunity to begin this process today. It is critical that your agency

This will place our District at a severe disadvantage to properly carry out our charge.

All of these issues must be analyzed in the draft EIS so that the public and decision makers
have the opportunity to weigh the detrimental impacts to the Alview-Dairyland Union School
District, as well as, the environmental impacts. However, none of our concerns have been
taken into account in the DEIS.

Administrative agencies, such as the HSRA, are required by both State and Federal statutes
and regulations to coordinate with local governments in developing and implementing plans,
policies, and management actions. This is for the very purpose of insuring that when you
pursue a project as large as the HSR, you do so without overlooking the critical impacts to vital
public services entities such as our District. You cannot possibly know what these impacts will
be to the Alview-Dairyland Union School District without discussing the project directly with our
Board of Trustees.

It is our desire to work with the HSRA in a unified and productive manner through the EIS
process to resolve the conflicts your agency is required by law to consider. This type of
discussion can only come with formal government-to-government meetings through the
coordination process as required by the National Environmental Policy Act, to which your
agency is obligated to follow.

Congress recognized the essential contribution of local governments to the NEPA process at 42
USC 4331(a):

“...it is the continuing policy of the Federal Government, in cooperation with State
and Local governments, ...to use all practicable means and measures, including
financial and technical assistance, in a manner calculated to foster and promote
al welfare, to create and maintain conditions under which man and
nature can exist in productive harmony, and fulfill the social, economic, and other
requirements of present and future generation of Americans.”

the gen:

Section(b) of this mandate further requires that the government do this “to improve and
coordinate federal plans, functions, programs, and resources...” Coordination must be
conducted with local government in order for the Congressional mandate to be properly
implemented.

The State of California understands the coordination duty of agéncies implementing the federal
law of NEPA, as it has enforced this duty in the United States District Court for the Northern
District of California. In California Resources Agency v. US Department of Agriculture (No. C
08-3884 MHP), the State successfully challenged the U.S. Forest Service's refusal to coordinate
four federal forest management plan revisions with the State. The Federal Court ruled in the
state's favor and required the Federal Agency to begin the NEPA process over, this time in
coordination with the State. ;

LORI FLANAGAN EQUAL OPPORTUNITY EMPLOYER SHETLA PERRY
Superintendent Vice Principal/Curriculum Director

Page 19-1

CALIFORNIA

High-Speed Rail Authority

U.S. Department
of Transportation
Federal Railroad

Administration



California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 157 (Lori Flanagan, Alview Dairyland School District, August 18, 2011) - Continued

It is our hope that the HSRA can avoid this mistake and will instead work with our District to
resolve the conflicts with the project and our plans and policies prior to the draft EIS's official
public release. To date, the HSRA has not engaged the District on a level or in a manner that
would address any of the concerns, conflicts, economic or technical analyses, or any
appropriate alternatives as required under NEPA and its regulations.

As former Administrator Jennifer L. Dorn, during a 2004 Budget Hearing for the Federal Transit
Administration summarized the need to coordinate like this: There is nothing more important to
good transit investments than to have a good plan, to have that coordinated at the local level,
and to be able to provide transportation for the services and more riders.”

The District welcomes a meeting with you to begin this deliberative process and apprise you of
the conflicts that must be taken into account by vour agency. Please let us know which of the
meeting dates suggested earlier in this letter will work best for you by August 29, 2011. If those
dates are not convenient for you and your staff, please call me at 559-665-2394 to arrange a
convenient meeting date. We will make the District Board chambers located at 12861 Avenue
18 ¥, Chowchilla, CA, 93610, available for these meetings. :

| can also be reached in the following manner:
Email: flanagan@adusd.k12.ca.us
FAX: 559-665-7347
Address: 12861 Avenue 18 %, Chowchilla, California 93610

We look forward to meeting you and your staff to begin coordinating this project.
Sincerely,

\ & B ) =
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Lori Flanagan

Superintendent/Principal

cc Federal Railroad Administration
Department of Transportation, Secretary
4.8, Congressman Jeff Denham, District 19
Assembly Member Kristin Olsen, District 25
Senator Tom Berryhill, District 14
Kings County Commissioners Court

ALVIEW-DAIRYLAND UNION SCHOOL DISTRICT
RESOLUTION NO. 11-12-01

RESOLUTION FOR COORDINATION WITH THE CALIFORNIA HIGH SPEED RAIL

WHEREAS, the Board of Trustees for the Alview-Dairyland Union School District is a
unit of local government under the Constitution and laws of the state of
California, and

WHEREAS, the Board of Trustees of the Alview-Dairyland Union School District are
charged with administering, funding, and protecting the economic
stability of the school district, and is further concerned with the
detrimental effects of proposed High Speed Rail through our school
district that will affect the public health, safety, and welfare of our
‘community, and

WHEREAS, the Board of Trustees find that it is the best interests of the District to
perform duties by asserting coordination with federal and state agencies
mandated by federal and California law, and

WHEREAS, federal agencies are mandated to coordinate planning and management
actions with local government by statutes including the Federal Lands
Management and Policy Act, the Forest Management Act, the National
Environmental Policy Act, the Clean Water Act, the Clean Air Act, the
Endangered Species Act, the Homeland Security Act, and by
regulations and rules implementing those statutes, and by Executive
Orders of our President directing intergovernmental cooperation and
coordination,

NOW, THEREFORE BE IT RESOLVED
the Alview-Dairyland Union School District hereby affirms our legal
standing as a unit of local government of California to formally assert it's
coordination authority with all federal and state agencies implementing
policies and plans that affect and impact the residents, students,
teachers, businesses, and industry within our jurisdiction, including the
Federal Railroad Administration and the High Speed Rail Authority as
their agent,

BE IT FURTHER RESOLVED
the Alview-Dairyland Union School District hereby agrees to work
together with the Chowchilla Union High School District along with other
agencies in a unified manner to protect our interest, students, and
community from policies and plans being implemented by the High
Speed Rail Authority,

@

Federal Railroad
Administration

CALFORNIA ~ @5

High-Speed Rail Authority
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Response to Comments from Local Agencies

Submission 157 (Lori Flanagan, Alview Dairyland School District, August 18, 2011) - Continued

Y BE IT FURTHER RESOLVED

) that the Secretary of the District shall cause a copy of this Resolution to
be transmitted to the proper federal and state agencies and to all
federal and state elected officials representing the residents and
governments of Madera County,

ADOPTED BY THE BOARD OF TRUSTEES OF THE ALVIEW-DAIRYLAND UNION
SCHOOL DISTRICT ON THIS 15" DAY OF JULY, 2011.

Ayes _5
Noes _ o

Abstain __o

Absent __ O

% C .

Claytonflaynes
President, Board of Trustees
Alview-Dairyland Union School District

I, Lori Flanagan, the Superintendent and Secretary to the Board of Trustees of the
Alview-Dairyland Union School District, do hereby certify that the foregoing
Resolution was regularly introduced, passed, and adopted by the Board of
Trustees at its meeting on July 15, 2011.

%m/ ,9//%5:;:4@

Lori‘Flanagan, $uperinte dent and
Secretary of the Board of Trustees
Alview-Dairyland Union School District

Federal Railroad
Administration
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Resp())nse to Submission 157 (Lori Flanagan, Alview Dairyland School District, August 18,
2011

157-1

CHSRA met with Alview-Dairyland School District on November 29, 2011.

The Authority has taken the issues raised by the District into consideration in its
continued refinement of the project design. However, the Authority and FRA are
responsible for weighing these considerations in the context of both the project purpose
and need and project environmental impacts when making its decision on the project.
That decision may or may not resolve all of the issues raised by the District in the
manner in which the District would prefer. To the extent that it does not, it does not
indicate that the Authority and FRA did not coordinate with the District, but rather that
they were unable to resolve the issues while balancing other project concerns.

A summary of concerns raised by school districts and information from the Final EIR/EIS
chapters, technical reports, and other supplemental information that address the above
issues and concerns is included in Appendix 3.12-D, Summary of Issues/Concerns
Affecting Schools. Also see MF-Response-SOCIAL-5.

157-2
See MF-Response-SOCIAL-5.
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California High-Speed Train Project EIR/EIS

Merced to Fresno Section

Response to Comments from Local Agencies

Submission 670 (Lori Flanagan, Alview-Dairyland School District, October 13, 2011)

Merced - Fresno - RECORD #670 DETAIL

Status :
Record Date :

Response Requested :

Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :

City :

State :

Zip Code :
Telephone :

Email :

Cell Phone :

Email Subscription :
Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :
Attachments :

Action Pending
10/13/2011

Government
10/13/2011
Project Email
Lori
Flanagan

Alview-Dairyland School District
12861 Avenue 18 1/2

Chowchilla
CA
93610

LFlanagan@adusd.k12.ca.us

Merced - Fresno

From: Lori Flanagan [mailto:LFlanagan@adusd.k12.ca.us]
Sent: Wednesday, October 12, 2011 5:34 PM

To: HSR Info

Subject: Merced to Fresno Draft EIR/EIS Submittal

Please find attached comments to the Merced to Fresno Draft EIR/EIS
from the Alview-Dairyland School District.

Yes

October 11- HSR comments.pdf (17 kb)

670-1

October 11, 2011

Roelof van Ark, Chief Executive Officer

High Speed Rail Authority

Merced to Fresno High Speed Train EIR/EIS Comment
2020 L Street, Suite 300

Sacramento, CA 95814

Subject: Comments on the Merced to Fresno HST Draft EIR/EIS
Dear Mr. van Ark:

Alview-Dairyland Union School district takes this opportunity to comment on the Merced
to Fresno High Speed Train EIR/EIS. Our district has tremendous concerns regarding
the Avenue 21 route. The possible impacts to our district could be massive and
devastating to an already financially weakened California public school district. We will
be addressing four areas of concern: Safety, environmental, economic, and legal.

Safety

The Avenue 21 route would bisect our school district along the only through road that
spans the fifteen mile width of our district. (Madera County Roads 1 to 16.) Avenue 21
is a key road for bus transportation. In fact, all bus drivers utilize this road during their
morning and afternoon routes. EIR 3.2-3 indicates that LOS (level of service) is the
primary unit of measure in determining traffic volume for designated roadways. The
report does not take into consideration that approximately 200 students are transported
twice daily on Avenue 21 by our district alone. Chowchilla Union High School also uses
this road to transport students to and from school. Road closures would place these
students in danger with drivers needing to add additional turn-a-rounds. In the 3.2
Transportation section, there is no reference to the width or arch of overpasses. This
area is prime farmland with farmers regularly moving equipment. Our students will be
placed in danger when busses must cross the rail by means of an overpass with a the
potential of a farmer with wide equipment crossing on the overpass in the opposite
direction. Consider adding Madera County dense fog to the situation. In the 2010-11
school year, there were five one hour bus delays, five two hour bus delays, and one day
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 670 (Lori Flanagan, Alview-Dairyland School District, October 13, 2011) - Continued

670-1

670-2

670-3

busses were cancelled for morning routes due to fog. Delays and cancellations would
increase due to roads being blocked by HSR tracks.

Due to an increase in time on the roads, our district must hire an additional driver to
transport students in a timely manner at an estimated cost of $25,000.00.

Avenue 21 is a road used regularly by emergency responders. With the rail impacting
this road in our district, there is potential delayed emergency response to our primary
school located on Avenue 21 and Road 4.

Economic

Economically, the displacement of prime farmland will lead to the loss of agricultural
jobs which will lead to the loss of students attending our schools. Farmers, laborers,
and employees of agriculture related jobs may relocate. In EIR 3.2-47, the displacement
of residential properties is anticipated to negatively affect the Alview-Dairyland Union
School District due to a decrease in school district attendance. Fifty-three students
reside on or within one-half mile of the Avenue 21 route. Revenue Limit and
Categorical Funding equal $7,873.28 per student multiplied by 53 affected students
would indicate a loss of revenue of $417,283.84 per year due to relocation of students.
There are few suitable residential properties in the school attendance area for
relocation.

Currently, ADUSD enrolls 30 migrant students. A loss of attendance would generate a
$248,198.00 financial loss to the district.

A concern to the district is the loss of land value along the train's path. Potential buyers
will not be interested in purchasing land near path of train. Less farm ground in
production equals less property tax. Less income tax due to less acreage in production
trickles down to districts.

In 2011-12, ADUSD busses traveled 71,000 miles on home to school routes. An
estimated 25,000 additional miles may be added due to road closures and turn-a-
rounds. Current transportation costs are $4.30 per mile. An additional 25,000 miles
would add a cost of $107,500 to our already reduced home to school transportation
budget.

Due to excellent education benefits, small school environment, and dedicated
community, 100 inter-district transfer students choose to attend our schools. A loss of
100 students due to road blockages, etc, could create a $797,328.00 loss to the district.

Environmental
Environmental impacts are many to this school district.

Noise- In EIR Section 3.4-Noise and Vibration, there is not adequate information
regarding the degree of noise impacting the Alview Elementary School. (This location

670-3

670-4

670-5

670-6

670-7

may be addressed in a future EIR working with the East-West routes through the
valley.) The map on page 3.4-19 indicates the greatest decibel level due to high
speeds. With high speed trains roaring along the tracks at regular intervals one quarter
mile from the Alview School site, students may find a change in outdoor school events
like annual track and field days, award assemblies, jog-a-thons, and recesses. An
autistic child that can’t adjust to noise may need to be moved to a new school at
district's expense. There are no additional grade levels in this district so student’s
closest school to attend would be at a minimum of ten miles away. Costs to the district
could be as low as 40 miles round trip @ $.555 per mile = $22.20/day or $3,996.00 per
year if transported by the parent or much higher if district must use a school bus and
driver to transport student.

Vibration- Alview School classrooms may find disruption each time a train passes and
potential damage to buildings and wells.

Dust/Air Quality- Dust causes illnesses such as Asthma and Valley Fever. We currently
have 20 students identified with asthma. The table in EIR 3.12-57 fails to fully
acknowledge the significance of air quality and impacts of dust emissions as a train
travels at high speeds along the corridor.

Loss of historical way of life- This school district was established in 1915 and school
began in a house until a bond passed for a two room school to be built. This district has
tremendous community pride with parents moving into the district to educate their
children at the school where they were educated.

Division of community- The HSR Avenue 21 route would bisect district. If ADUSD were
to disband due to HSR, there is no surrounding district nearby to absorb students.

Legal-

Inadequate comment period-

ADUSD is concerned about the inadequate comment period compared to the size of the
project. Plans to proceed with this project are moving too fast. Public comment, explicit
details, and unknown variables aren't being addressed in a satisfactory manner.

Refusal to coordinate- ADUSD welcomed the coordination process with High Speed
Rail in a letter addressed to the Authority, on August 16, 2011. An offer by Jeff
Abercrombie to meet with Superintendent Lori Flanagan and a board member was
communicated by phone and email on September 2, 2011. When ADUSD
communicated that our district would like to meet through a public meeting that is
properly noticed according to state law, there were no additional attempts by HSR to
coordinate.

Lack of funding to complete project- Costs to complete this project increase by the day.
Due to California having a weak economy and a rail with no private funds, this project
needs to be delayed or discontinued until all negative aspects are addressed.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Response to Submission 670 (Lori Flanagan, Alview-Dairyland School District, October

13, 2011)

670-1
See MF-Response-S&S-1 and MF-Response-S&S-3.

670-2

See MF-Response-SOCIAL-5 and MF-Response-S&S-1. The text in Section 3.12.5 of
the Final EIR/EIS has been updated to include additional dicussion of impacts to school
districts, and a memo providing additional imformation on this issue is provided as

Appendix 3.12-B, Effects on School District Funding.

670-3

See MF-Response-NOISE-2 and MF-Response-NOISE-5.

670-4

See MF-Response-AQ-1.

670-5

See MF-Response-SOCIAL-5 and MF-Response-GENERAL-5.

670-6
See MF-Response-GENERAL-7.

670-7

See MF-Response-GENERAL-18.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 841 (Jean Roggenkamp, Bay Area Air Quality Management District, October 13, 2011)
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October 13,2011 10-13-11p03:5g RCVD

Thomas J. Umberg

Chairman of the Board of Directors
California High-Speed Rail Authority
770 L Street, Suite 800

Sacramento, CA 95814

Subject: California High-Speed Train Project Draft EIR/EIS: (1) Merced to Fresno
Section and (2) Fresno to Bakersfield Section

Dear Mr. Umberg:

Bay Area Air Quality Management District (District) staff reviewed your agency’s
Draft Environmental Impact Reports/Statements (DEIRs) for the California High-
Speed Train Project (1) Merced to Fresno Section and (2) Fresno to Bakersfield
Section (Project). The California High-Speed Train (HST) system will provide
intercity, high-speed service on more than 800 miles of tracks throughout California,
connecting the major population centers of Sacramento, the San Francisco Bay Area.
the Central Valley. Los Angeles, the Inland Empire. Orange County and San Diego
The HST system will be an electrically powered system with trains capable of
operating up to 220 miles per hours.

District staff has the following comments on the adequacy of the air quality analysis
in the DEIRs.

NOx Emissions in the Bay Area from Material Hauling

According to both DEIRs, material hauling during the construction phase would
result in oxides of nitrogen (NOx) emissions that would exceed the CEQA
significance thresholds in the Bay Area Air Quality Management District (District).
The actual levels of emissions anticipated to oceur in the San Francisco Bay Area Air
Basin (SFBAAB) is uncertain due to the programmatic level of analysis provided in
the DEIRs, in part due to the uncertainty in the location of aggregate and other
building materials that would be used in the construction activity. District staff
agrees with the characterization of the construction impacts as significant, but not the
conclusion that this impact remains significant because the District does not have an
offset program for mobile sources (p. 3.3-72 in both DEIRs). There is insufficient
analysis in the DEIRs regarding the availability and feasibility of potential mitigation
measures to support this conclusion. For example, the Project could implement an
off-site mitigation program that works very similarly to an “offset program for mobile
sources” as referenced in the DEIRs.

The Air Distric Certific
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841-2

Thomas J. Umberg October 13. 2011

The offsite mitigation program would ensure that the Project does not adversely affect the
region’s ability to attain national and state ambient air quality standards. Mitigation measure
AQ- MM#9 in both DEIRs should be expanded to include the following feasible mitigation
measure identified by staff:

The Project shall implement an off-site mitigation program to achieve criteria
pollutant (NOx, ROG, PM) emission reductions due to material hauling in the
SFBAAB equal to the amount of emissions above the District’s significance
threshold. In lieu of the California High-Speed Rail Authority (Authority)
implementing its own off-site mitigation program, the Authority could off-set their
emissions through the District’s Carl Moyer Memorial Air Quality Standards
Attainment Program (CMP) or other Air District emission reduction incentive
programs. The Authority would provide funding for the emission reduction projects
in an-amount up to the emission reduction project cost-effectiveness limit set by the
California Air Resources Board (ARB) for the CMP during the year that the
emissions from material hauling are emitted. (The current emissions limit is $16,640/
weighted ton of criteria pollutants [NOx + ROG + (20*PM)]). An administrative fee
of 5% would be paid by the Authority to the District to implement the program. The
funding would be used to fund projects eligible for funding under the CMP guidelines
or other District incentive programs meeting the same cost-effectiveness threshold
that are real, surplus, quantifiable, and enforceable.

District staff is available to assist the Authority in addressing these comments. If you have any
questions, please contact Alison Kirk, Senior Environmental Planner, at (415) 749-5169.
g o

Jear/ Roggenkam|

Dgputy Air Pellution Control Officer

Sincerely.

ce: District Board of Directors

Page 2 of 2
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Response to Submission 841 (Jean Roggenkamp, Bay Area Air Quality Management District,
October 13, 2011)

841-1
See MF-Response-AQ-7.

841-2
See MF-Response-AQ-7.
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Submission 552 (Jim Bauler, Central Unified School District, October 11, 2011)

552-1

CENTRAL UNIFIED SCHOOL DISTRICT
4605 North Polk Avenue * Fresno, CA 93722
Phone: (559) 274-4700 - Fax: (559) 271-8200

Diana Milla
William Duane Peverill
Phil Rusconi

George Wilson, Jz.

SUPERINTENDENT
Michael A. Berg

October 10, 2011

California High-Speed Rail Authority
Merced to Fresno EIR/EIS Comment
770 L Street, Suite 800
Sacramento, CA 95814

RE: Merced to Fresno Draft EIR/EIS

We have reviewed the Draft Environmental Impact Report/Statement for the Merced to Fresno
section of the California High-Speed Rail Project and offer the following comments.

The Central Unified School District operates 20 schools and serves approximately 15,000
students residing in the western portion of the Fresno metropolitan area and nearby
rural/agricultural areas. Our District is bisected by the proposed high speed train (HST) route and
we have several schools proximate to the HST route.

Transportation Impacts

Within the Central Unified School District, the proposed HST route will be proximate to the
Union Pacific railroad tracks. While most of our District is located west of the Union Pacific
tracks, a densely populated portion of the District within the City of Fresno is located east of the
UP tracks. The attendance area of Rio Vista Middle School is located on both sides of the
proposed HST route, as well as the attendance area of Central High School, which includes the
entire District. We are concerned that construction of the HST will substantially disrupt
transportation between the areas east and west of the HST route.

At present, there is only one practical route cross the UP tracks to access a large urban portion of
the District: This is via the Herndon Avenue crossing of the UP tracks. Another way to reach the
portion of the District east of the HST route, which is substantially circuitous, is via Shaw
Avenue. While we recognize that there will ultimately be grade separations at these locations,
construction and corresponding transportation disruptions could potentially occur over a
substantial period of time. This could potentially be very disruptive to the District’s bus
transportation routes, as well as other school-related vehicular transportation.

District Administration
Laurel Ashlock, £5d.D.. Assistant Superintendent, Chicf Academic Officer - James H. Bauler, Assistant Superintendent, Chief Business Officer
Ketti Davis, Assistant Superintondent, Professional Development - Chris Williams. Assistant Superintendent, Iluman Resources
Valerie Johnson, Administrator, Special Education and Support Services - Caran Resciniti, Administrator, 7-12 and Alternative Education
Kevin Wagner, Administrator, Human Resources and Chitd Welfare & Attendance - Paul Birrell, Director, 9-12 and Adult Education - Karen Garlick, Director, K-6 Education
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It is noted that the Draft EIR/EIS does require the preparation specific construction/traffic
management plans for the purpose of maintaining pedestrian, bicycle and public transit access
and routes, and managing construction-related traffic and parking (see pages 3.2-106 and 107).
Such plans, however, should include specific provisions for coordination with school districts
with respect to bus routes, pedestrian and bicycle routes, and automobile traffic to schools.

Schools Proximate to HST Route

The District has two schools located approximately one quarter mile from the proposed HST
route: Saroyan Elementary School and Rio Vista Middle School. River Bluff Elementary School
is approximately 0.37 mile from the HST route. Based on the information in the Draft EIR/EIS,
it does not appear that HST construction and operations would result in significant noise or
vibration impacts at these distances from the HST route.

The Draft EIR/EIS Hazardous Materials Section correctly indicates that state regulations
(California Public Resources Code section 21151.4) require the lead agency to consult with any
school district with jurisdiction over a school within 0.25 mile of the project about potential
impacts on the school if the project might reasonably be anticipated to emit hazardous air
emissions, or handle an extremely hazardous substance or a mixture containing an extremely
hazardous substance.

Figure 3.10-4 of the Draft EIR/EIS Hazardous Materials Section shows the location of Saroyan
Elementary School, Rio Vista Middle School, and River Bluff Elementary School in relation to
the HST route. Based on the discussion in the Draft EIR/EIS, it appears that most of the potential
for hazardous waste generation would result from project construction, demolition, and
excavation activities. The Draft EIR/EIS indicates that potentially hazardous materials and items
containing potentially hazardous materials would be used in railway construction, and demolition
of existing structures within the project footprint could require the removal of asbestos-
containing materials (ACMs) and lead-based paint from project sites. Because of the potential for
the accidental release of extremely hazardous materials, Draft EIR/EIS indicates that the effect of
HST construction related to routine transport and handling of hazardous or acutely hazardous
materials within 0.25 mile of an existing or proposed school would be moderate under NEPA,
and the impacts would be significant under CEQA.

To mitigate potential hazardous materials impacts to schools, the Draft EIR/EIS provides the
following mitigation measure:

District Administration
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552-3

HMW-MM#1: Limit use of extremely hazardous materials near schools. The contractor shall
not handle an extremely hazardous substance (as defined in California Public Resources
Code Section 21151.4) or a mixture containing extremely hazardous substances in a quantity
equal to or greater than the state threshold quantity specified pursuant to subdivision (j) of
Section 25532 of the Health and Safety Code within 0.25 mile of a school.

This measure should reduce potential impacts to a less than significant level.
Thank you for the opportunity to comment on the Draft EIR/EIS. Please contact me if you have
any questions regarding this letter.

Sincerely,

K% /. Bfa/g_,
~Tim Bauler

Assistant Superintendent

Chief Business Officer

District Administration

nd Child Welfare & Attendan
Education

arlick, Director, K-6
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552-1
See MF-Response-TRAFFIC-1.

552-2
See MF-Response-NOISE-2.

552-3
See MF-Response-HAZ-1.
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CHOWCHILLA UNION HIGH SCHOOL DISTRICT
805 Humboldt Avenue
Chowchilla, CA 93610
Phone: 559 665-3662 - Fax: 559 665-1881

“REDSKIN PRIDE COMMUNITY WIDE®®

August 3, 2011

Mr. Roelof van Ark, CEO

California High Speed Rail Authority
925 L Street, Suite 1425

Sacramento, CA 95814

Dear Mr. van Ark,

The planning by the High Speed Rail Authority to construct new high speed rail corridors
through the jurisdiction of the Chowchilla Union High School District has caused our Board
of Trustees (Trustees) to become vitally concerned.

As described best by your authority, the proposed high speed rail system through California is
“the largest public infrastructure project in the nation.” While we have great respect for the
magnitude of the project you are charged with carrying out, we must insist that you do so
while taking into account the very real local impacts that will occur to our vital public
education system if you proceed with the route alternatives now being advanced.

Because of this, we request a meeting directly with you as soon as possible. As a starting
point, we have August 24, 2011 and September 1, 2011 available to meet with you. It is
critical that you be apprised of the impact our district will face as a result of the proposed
alternatives you are advancing so that you have the opportunity to study ways to resolve these
conflicts prior to the release of the draft federal Environmental Impact Report
(EIR)/Environmental Statement (EIS).

We are well aware of your refusal to coordinate the project as required under the National
Environmental Policy Act with Kings County. We are also aware that your representative
was instructed to refuse to answer the Supervisor’s questions at the last meeting requested by
them. This is why we request a meeting directly with you to learn firsthand whether or not
you will direct the authority’s staff to consider the very real impacts the Chowchilla Union
High School District will face prior to releasing your draft federal Environmental Impact
Study (DEIS).

On June 27, 2011, the Trustees adopted the attached resolution to make clear the board is
prepared to insist this project be coordinated with our district to the maximum extent allowed
by law. It is the responsibility of the Trustees to ensure that policies and plans implemented

171-1

171-2

by the High Speed Rail Authority (HSRA) do not detrimentally affect our ability to provide
an excellent educational system for our students and our community as a whole.

While it is well past the time to begin the process of coordinating your federal study with our
District, we welcome the opportunity to begin this process today. It is critical that your agency
become aware of how your plans as proposed will not only disrupt our ability to perform our
duties as Trustees, but disrupt our school bus routes, divide our district, impact the safety of our
students, and create impaired property values directly affecting our ability to budget and fund,
plan, and operate our District.

The District’s jurisdiction includes mainly agricultural lands. The proposed routes now being
considered by the HSRA will destroy existing agricultural enterprises affecting the citizens of
our community, the tax base of our county and District and, hence, the annual budget of our

District. This will place our District at a severe disadvantage to properly carry out our charge.

All of these issues must be analyzed in the draft EIS so that the public and decision makers
have the opportunity to weigh the detrimental impacts to the Chowchilla Union High School
District, as well as, the environmental impacts. However, none of our concerns have been
taken into account in the publicly released versions of the draft study documents.

Administrative agencies, such as the HSRA, are required by both State and Federal statutes
and regulations to coordinate with local governments in developing and implementing plans,
policies and management actions. This is for the very purpose of insuring that when you
pursue a project as large as the HSR, you do so without overlooking the critical impacts to
vital public service entities such as our District. You cannot possibly know what these
impacts will be to the Chowechilla Union High School District without discussing the project
directly with our Board of Trustees.

It is our desire to work with the HSRA in a unified and productive manner through the EIS
process to resolve the conflicts your agency is required by law to consider. This type of
discussion can only come with formal government-to-government meetings through the
coordination process as required by the National Environmental Policy Act, to which your
agency is obligated to follow.

Congress recognized the essential contribution of local governments to the NEPA process at
42 USC 4331(a):

“...it is the continuing policy of the Federal Government, in cooperation
with State and Local governments, ...to use all practicable means and measures,
including financial and technical assistance, in a manner calculated to foster and

_ promote the general welfare, to create and maintain conditions under which man
and nature can exist in productive harmony, and fulfill the social, economic, and
other requirements of present and future generations of Americans.”

" Section (b) of this mandate further requires that the government do this “fo improve and

coordinate federal plans, functions, programs, and resources....” Coordination must be
conducted with local government in order for the Congressional mandate to be properly
implemented.

The State of California understands the coordination duty of agencies implementing the
federal law of NEPA, as it has enforced this duty in the United States District Court for the

Northern District of California. In California Resources Agency v. US Department of
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Submission 171 (Ronald V. Seals, Chowchilla Union High School District, September 13, 2011) - Continued

Agriculture (No. C 08-3884 MHP), the State successfully challenged the U.S. Forest
Service’s refusal to coordinate four federal forest management plan revisions with the State.
The Federal Court ruled in the state’s favor and required the Federal Agency to begin the
NEPA process over, this time in coordination with the State.

It is our hope that the HSRA can avoid this mistake and will instead work with our District to
resolve the conflicts with the project and our plans and policies prior to the draft EIS’s official
public release. To date, the HSRA has not engaged the District on a level or in a manner that
would address any of the concerns, conflicts, economic or technical analyses, or any
appropriate alternatives as required under NEPA and its regulations.

As former Administrator Jennifer L. Dorn, during a 2004 Budget Hearing for the Federal Transit
Administration, summarized the need to coordinate like this: “There is nothing more important to
good transit investments than to have a good plan, to have that coordinated at the local level, and
to be able to provide transportation for more services and more riders.”

The District welcomes a meeting with you to begin this deliberative process and apprise you of
the conflicts that must be taken into account by your agency. Please let us know which of the
meeting dates suggested earlier in this letter will work best for you by August 17, 2011. If those
dates are not convenient for you and your staff, please call me at 559-665-3662 to arrange a
convenient meeting date. We will make the District Board chambers located at 805 Humboldt
Avenue, Chowchilla, California, 93610 available for these meetings.

I can also be reached in the following manner:

Email: sealsro@chowhigh.com
Fax: 559-665-1881
Address: 805 Humboldt Avenue, Chowchilla, California 93610

We look forward to meeting with you and your staff to begin coordinating on this project.

Sincerely,

/%wd V! SC{W@/

Ronald V. Seals
Superintendent

cc Federal Railroad Administration
Department of Transportation, Secretary
U.S. Congressman Jeff Denham, District 19
Assembly Member Kristin Olsen, District 25
Senator Tom Berryhill, District 14
Kings County Commissioners Court
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Response to Submission 171 (Ronald V. Seals, Chowchilla Union High School District,
September 13, 2011)

171-1

CHSRA met with Chowchilla Union High School District on November 29, 2011.

The Authority has taken the issues raised by the District into consideration in its
continued refinement of the project design. However, the Authority and FRA are
responsible for weighing these considerations in the context of both the project purpose
and need and project environmental impacts when making its decision on the project.
That decision may or may not resolve all of the issues raised by the District in the
manner in which the District would prefer. To the extent that it does not, it does not
indicate that the Authority and FRA did not coordinate with the District, but rather that
they were unable to resolve the issues while balancing other project concerns.

A summary of concerns raised by school districts and information from the Final EIR/EIS
chapters, technical reports, and other supplemental information that address the above
issues and concerns is included in Appendix 3.12-D, Summary of Issues/Concerns
Affecting Schools. Also see MF-Response-SOCIAL-5.

171-2

See MF-Response-SOCIAL-5. The text in Section 3.12.5 of the Final EIR/EIS has been
updated to include additional dicussion of impacts to school districts, and a memo
providing additional imformation on this issue is provided as Appendix 3.12-B, Effects on
School District Funding.
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Submission 671 (Ron V. Seals, Chowchilla Union High School District, October 13, 2011)

Merced - Fresno - RECORD #671 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :

City :

State :

Zip Code :
Telephone :

Email :

Cell Phone :

Email Subscription :
Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :
Attachments :

Action Pending
10/13/2011

Government

10/13/2011

Project Email

Ron

V. Seals

Superintendent

Chowchilla Union High School District
805 Humboldt Avenue

Chowchilla

CA

93610

(559) 665-3662
sealsro@chowhigh.com

Merced - Fresno
Yes

Attached are the comments from the Chowchilla Union High School
District, located in Chowchilla, California, 93610.

Thank you,
Ronald V. Seals

Superintendent

Yes
DEIR-DEIS Comments - Signed - 10-12-11.pdf (2 mb)

CHOWCHILLA UNION HIGH SCHOOL DISTRICT
805 Humboldt Avenue
Chowchilla, CA 93610
Phone: 559 665-3662 - Fax: 559 665-1881

“Redskin Pride Community Wide”

October 12,2011

California High-Speed Rail Authority

Merced to Fresno High-Speed Train Section

Draft Environmental Impact Report/

Environmental Impact Statement (EIR/EIS) Comments
770 L Street, Suite 800, Sacramento, CA 95814

Dear California High-Speed Rail Authority:

My name is Ronald V. Seals and I am the superintendent and alumnus of the Chowchilla Union
High School District (CUHSD). The CUHSD Board of Trustees, all who are alumni of CUHSD,
are made up of five local citizens who have many years of serving the youth of Chowchilla.

CUHSD operates a single comprehensive high school that serves the 9"-12" grade students of
Chowchilla and the surrounding area. There are two feeder school districts: Chowchilla
Elementary School District and the Alview-Dairyland School District. These are both K-8
districts.

CUHSD trustees and I have the responsibility to provide a quality free and appropriate education
for the students of Chowchilla. We passionately embrace this responsibility and constantly strive
to improve the educational environment while defending our institution from disruptions and
barriers to student success.

Enclosed are the CUHSD comments regarding the Merced to Fresno High-Speed Train Section
Draft Environmental Impact Statement (EIR/EIS).

Respectfully,

e /e

Ronald V. Seals
Superintendent

Federal Railroad
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Submission 671 (Ron V. Seals, Chowchilla Union High School District, October 13, 2011) - Continued

CHOWCHILLA UNION HIGH SCHOOL DISTRICT
805 Humboldt Avenue

coordination with the State. The CHSRA has failed to coordinate with stakeholder agencies,
such as the Chowchilla Union High School District and therefore has not met the requirements of
NEPA.

i 671-1 . .
_— 55(9:}‘6"6";222;’22335651;’665 el 2. Date of release of the Draft EIR/EIS and the limited amount of time to read, comprehend, and
ones : i comment.
. - ity Wide” . . .
Redskin Pride Community Wide The date of release (August 15, 2011) occurred during the week of staff in-services and freshman
October 12, 2011 orientation for the Chowchilla Union High School District. The first day of school occurred on
? Monday, August 22, 2011, This is an incredibly hectic time, made worse by the State’s inability
to fund education at levels to provide for all of programs necessary to provide for a quality free
Chowchilla Union High School District and appropriate education.
fc M igh- i ion Draft EIR/EI
Comments for the Merced to Fresno High-Speed Train Section Dra o The CHSRA, with the extension to October 13" for the submission of comments to the
1 DEIR/DEIS only gave 60 days. This means 60 days to read, comprehend, synthesize, and
’ formulate intelligent comments to the entire DEIR/DEIS which consisted of thousands of pages.
R P . . J— . B It doesn’t take much common sense to determine the enormity of this task. Especially when we
The City of Chowchilla is very unique to the California High-Speed Rail Authority (CHSRA). It . 3 e s L R
is the only city in the Stateergf Ca?ifomia to have both th%ehN(I)’rth/South and the East/West rail are trying to do JOB .ONE: educate our klds? Caleomlg y futL}re. ’I?hls fs extromely fruslraugg
lines coming together. With such a critical piece of rail track intersection, it is difficult to and inadequate, especially when the CHSRA itself describes this project as *...the largest public
; 1 : s o q . . H t
understand why the CHSRA did not spend quality time coordinating and collaborating with the infrastructure project in the nation.” Sixty days for the largest project? Inadequate!
public agencies in and around the City of Chowchilla, namely the Chowchilla Union High 671-2

School District, to thoroughly investigate the area and the impacts for the various routes in the
DEIR/DEIS on the education community.

On June 27, 2011, the CUHSD Board of Trustees passed a resolution (5-0) insisting that the
California High-Speed Rail project be coordinated with the district to the maximum extent
allowed by law (see attachment A). CUHSD sent a letter to Mr. Roelof van Ark, CEO on August
3, 2011 (see attachment B), asking to meet with him and the CHSRA. To date, CUHSD has had
no response from Mr. van Ark or anyone else from the CHSRA.

The National Environmental Policy Act (NEPA) requires formal government-to-government
meetings to work in a unified and productive manner through the EIS process to resolve conflicts
that the CHSRA by law must consider. Congress recognized the essential contribution of local
governments to the NEPA process at 42 USC 4331(a):

“...it is the continuing policy of the Federal Government, in cooperation with State and
Local governments, ...to use all practicable means and measures, including financial and
technical assistance, in a manner calculated to foster and promote the general welfare, to create
and maintain conditions under which man and nature can exist in productive harmony, and
Julfill the social, economic, and other requirements of present and future generations of
Americans.”
Section (b) of this mandate further requires that the government do this “to improve and
coordinate federal plans, functions, programs, and resources....” Coordination must be
conducted with local government in order for the Congressional mandate to be properly
implemented.

The State of California understands the coordination duty of agencies implementing the federal
law of NEPA, as it has enforced this duty in the United States District Court for the Northern
District of California. In California Resources Agency v. US Department of Agriculture (No. C
08-3884 MHP), the State successfully challenged the U.S. Forest Service’s refusal to coordinate
four federal forest management plan revisions with the State. The Federal Court ruled in the
State’s favor and required the Federal Agency to begin the NEPA process over, this time in

3. 7.2.2 Scoping Meetings

In the Merced to Fresno Section, scoping meetings were held in Merced, Madera, and Fresno.
Never was a scoping meeting held in Chowchilla, even though, Chowchilla is a critical area to
this project due to the North/South and East/West alignments coming together. It makes no
sense to the CUHSD that the CHSRA did not reach out and meet with the local public
educational agencies to investigate and consider local impacts. Therefore the CUHSD states that
the CHSRA did not follow the NEPA and CEQA requirements of conducting public and agency
involvement programs as part of the environmental review process.

4. 7.2.3 Scoping Comments

Through all the comments identified through the scoping process, there were no impacts to
education identified. A condition not surprising since the CHSRA did not discuss potential
impacts with the CUHSD.

The requirements of NEPA and CEQA have not been met with the DEIR/DEIS for identifying
the potential impacts, range of actions, alternatives, environmental effects, and mitigation
measures to be analyzed in depth regarding education. A detailed study did not occur and cannot
occur without identifying impacts to education.

5. 7.3.2 Technical Working Group Meetings during the Alternatives Analysis Process

“The CHSRA formed an agency TWG that consisted of senior staff from county and city public
works and planning departments, redevelopment agencies, and economic development
agencies.”

By the CHSRA’s own account in the DEIR/DEIS, there is no mention of any involvement by
representatives of education. Without the participation from education, there can be no analysis
of the proposed routes and the impacts to education caused by those routes.
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671-5
671-2 Excluding education representatives from the TWG causes the requirements of NEPA and . “meaningful detail” in fact there is no record here of any discussion of alternatives, The DEIR is
CEQA of public and agency involvement not to be met. incomplete.
6. 7.4.3 Agency Meetings and Consultation 671-6 10. 3.17 Cultural and Paleontological Resources
On October 8, 2009, the Authority hosted an Environmental Resource Agency meeting and 3.174 Fails to identify the Fossil Discovery Center of Madera County
invited representatives from various participating agencies. The list included in the DEIR/DEIS (http://maderamammoths.org) at 19450 Avenue 21 Y2, Chowchilla, California, 93610. This
did not include any representatives from education. No representatives from the California facility is located very near the actual locations of the fossil discoveries. Failure to identify and
Department of Education, no local school districts, and no county office of education discuss this fossil find, as it is near HST routes, fails to clearly identify and describe the direct or
representatives. indirect effects of the CHSRA project in the DEIR/DEIS on this paleontological site.
The CHSRA did not include representatives from education even though education entities are 671-7 11. 3.2.5.1 Overview
public agencies, both local and state, which under NEPA must be included in the process. The “A substantial amount of intercity auto travel (primarily using SR 99) would divert to HST
CHSRA fails to meet the requirements under NEPA and CEQA for public agencies coordination service, relieving projected future congestion on SR 99.”
by excluding education representatives. This is nothing more than a statement by the CHSRA, as there are no studies or surveys
referenced to substantiate the statement. This is misleading and definitely not the case for those
7.3.12.3.2 Methods for Evaluating Effects under NEPA citizens of Chowchilla and Madera, for there are no planned stations for Chowchilla or Madera.
Citizens of Chowchilla and Madera will not be leaving their automobiles for intercity travel on
671-3 The A2 (UPRR/SR99) route through Chowchilla will physically divide established the HST.
neighborhoods. The only major grocery store is Save Mart which is located at 1225 E.
Robertson Boulevard, Chowchilla, CA. 93610. Save Mart serves the entire community even Under NEPA, agencies decisions must be founded on a reasoned evaluation of the relevant
though it is located on the east side of Chowchilla. The A2 route will divide the majority of the factors, not statements.
Chowchilla community, separating Save Mart and the Green Hills subdivision from the rest of
Chowchilla. This clearly meets the ‘Substantial’ classification under NEPA. It also meets the 12. 3.2.5.1 Overview
definition of ‘Significant Impact’ under CEQA by physically dividing an established community.
The impacts during construction to traffic flow, circulation, and access will impede the ability of
8. 3.14.7 NEPA Impacts Study Chowchilla Union High School District’s home-to-school transportation program. The CHSRA
671-4 fails to identify any impacts to school districts and failed to even investigate the possibility that
The Chowchilla Union High School District is comprised primarily of agricultural lands and impacts will exist to educational institutions.
therefore relies upon the local taxes on the agricultural lands as part of the funding mechanism CUHSD disagrees with the following statements in the DEIR/DEIS: “These impacts would not
for the school district. The removal of “1037-1481 acres” of Important Farmland that is substantially increase hazards or incompatible uses or result in inadequate emergency access.
currently paying local taxes will be removed from the tax rolls, decreasing the amount of local For example, the UPRR/SR 99 Alternative would require the closure of between 22 and 25
revenue to the Chowchilla Union High School District. The CHSRA has stated in the NEPA local roadways, the BNSF Alternative would require the closure of between 27 and 42 local
Impacts Study that even after mitigation, significant impacts to Important Farmland will remain. roadways, and the Hybrid Alternative would require closure of between 30 and 37 local
The CHSRA has failed to rigorously evaluate all reasonable alternatives, including the proposed roadways.” The road closures alone will cause significant impacts to the Chowchilla Union
action, in comparative form in the DEIS. This renders the DEIS as incomplete. High School District, both in the short and long term. CEQA states that both direct and indirect
significant effects of the project must be clearly identified and described, giving consideration to
671-5 9. 3.14.18 CEQA Significance Conclusions both short and long-term effects. The CHSRA fails to clearly identify and describe both the
direct and indirect significant effects of the project in the DEIR/DEIS.
Table 3.14.16 describes the Construction Period Impacts as Not Applicable. There will most
certainly be many impacts during the construction of “...the largest public infrastructure project 13. Transportation
in the nation.” For the CHSRA to claim “not applicable” to impacts during construction is totally
incorrect and misleading to the public. According to CEQA, both direct and indirect significant 671-8 The Chowchilla Union High School District currently has over 60% of its students qualifying for
effects of the project must be clearly identified and described, giving consideration to both the free and reduced breakfast and lunch. Home-to-School transportation is underfunded with the
short-term and long-term effects. The fact that the CHSRA has claimed “not applicable” clearly district having to supplement the program with general fund dollars. The uniqueness of both
fails to consider the short-term effects. The DEIR is therefore incomplete. routes coming together just south of Chowchilla actually divides the Chowchilla Union High
School District in to thirds, in effect, creating a double barrier no matter which routes are
Table 3.14.16 also indicates that under Project Impacts — Ag#1 and Agif2, even after mitigation, selected.
will still have Significant Impacts. Under CEQA, agencies must adopt feasible mitigation
measures, or feasible alternatives, in order to substantially avoid impacts. Clearly the CHSRA Coupled with numerous road closures, the CUHSD Home-to-School routes will increase in
has failed to do so in the DEIR. There is no discussion of a reasonable range of alternatives in distance and time. The district will be forced to either begin picking up students before 6:00 a.m.
(8:05 school start) or hire extra drivers. Both solutions will increase the costs for Home-to-
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671-8

671-9

671-10

School transportation to CUHSD. Fuel consumption goes up causing increased costs to the
district and increase greenhouse emissions. Hiring extra drivers also means buying additional
buses. CUHSD purchased a new bus in August of 2011 for over $140,000.00.

Let’s not forget that we live in the Central Valley where the Tule Fog is present during the winter
months and causes dangers with visibility. Through the years, bus route turn-arounds have been
determined to minimize the risks of driving in the fog in buses. Closing down roads will
potentially cause the CUHSD to increase route distance to maintain driver/student safety during
foggy weather, again driving up costs and greenhouse emissions.

Agricultural spraying of chemicals, whether by air or ground, is common practice in farming
communities such as Chowchilla. There is no discussion in the DEIR/DEIS regarding
agricultural spraying and the potential drift that would occur with the vortex of the HST. These
incidents of agricultural spraying coupled with the HST will cause chemical drifts into the open
windows of the school buses, causing emergency, potentially life threatening situations with the
students and driver.

At no time has the CHSRA reached out to the Chowchilla Union High School District to
investigate these impacts and they have ignored the district’s request to meet. This project will
have significant impacts both during construction and once the project is built out and there are
no mitigation measures discussed in the DEIR/DEIS. Clearly, no one thought about the students
who are trying to get a free and appropriate education in the Chowchilla Union High School
District.

14. Lack of funding to complete the project.

With two routes coming together just south of Chowchilla, somewhere between 1000-1581 acres
of farmland (with just one route) will be removed from crop production, and homes in the routes
will be eliminated, it is not out of reason that people will be moving out of the Chowchilla
Union High School District. That will mean declining enrollment. Declining enrollment means
less students, less students mean less revenue, less revenue means less programs and services,
less programs and services means a weak education, a weak education means a weak work force,
a weak work force means a poor economy, etc.

Again, no communication from the CHSRA to CUHSD to investigate, identify, discuss, and
mitigate significant impacts as a result of this project. Clearly this does not comply with NEPA
and CEQA.

The Chowchilla Union High School District eagerly awaits the timely responses of the California
High Speed Rail Authority to these DEIR/DEIS comments.

Respectfully submitted,

Rt/ Xl

Ronald V. Seals
Superintendent
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Response to Submission 671 (Ron V. Seals, Chowchilla Union High School District, October

13, 2011)

671-1
See MF-Response-GENERAL-7.

671-2

See MF-Response-GENERAL-7 and MF-Response-GENERAL-17.

671-3

See MF-Response-SOCIAL-4 and MF-Response-GENERAL-5.

671-4
See MF-Response-SOCIAL-5.

671-5

Table 3.14-16 reflects the conclusions reached in Section 3.14.5 that project
construction would not result in significant impacts and therefore requires no mitigation
measures. It has been revised in the final EIR/EIS to clarify this point. This does not
mean that the project will not have impacts, but instead that the impacts, in light of
project components, would not be significant impacts.

See MF-Response-GENERAL-2. CEQA requires that feasible mitigation measures be
adopted to avoid or minimize the impacts of a project. However, it does not require that
impacts be mitigated below a level of significance if that is not feasible (see Pubic
Resources Code Section 21002.1). The EIR/EIS examines feasible alternative
alignments for the HST, but all feasible alignments in the Central Valley would result in
the conversion of agricultural land and have significant and unavoidable farmland
impacts.

671-6

The Fossil Discovery Center of Madera County is also known as the Fairmead Landfill
paleontological site. It is discussed as the Fairmead Landfill paleontological site in
Section 3.17.4.4, and its avoidance is also noted. A reference to the Fossil Discovery
Center was added to Chapter 3.17.4.4.

671-7

See MF-Response-TRAFFIC-1, MF-Response-TRAFFIC-2 and MF-Response-
TRAFFIC-3.

671-8

See MF-Response-S&S-1 and MF-Response-S&S-2.

Section 3.2, Transportation, of the Final EIR/EIS discusses transportation issues,
including increases in traffic during construction and road closures. The design features
and mitigation measures listed in Section 3.2, Transportation, are intended to minimize
traffic impacts, including the preparation of a detailed Construction Transportation Plan
(Plan) prior to commencing any construction activities. The Plan is intended to address
the activities to be carried out in each construction phase, and will be prepared in
coordination with the affected school districts.The Plan will include a Traffic Control Plan
that addresses temporary road closures, detour provisions, allowable routes, and
provisions for emergency access, school transportation, and farm equipment. Changes
to the transportation system after construction would not increase any safety hazards
since all crossings would be grade-separated and designed to be safe for visibility
(including during periods of fog) and farm equipment. Additionally,the effect of detours
around construction sites on the number of accidents and on

emergency response times would be negligible with implementation of the Construction
Transportation Plan and Traffic Control Plan.

The width of roadway overpasses would accommodate farm equipment on the
overpasses, and would therefore accommodate school buses (which are narrower and
lighter than some farm equipment) traveling in each

direction. Driving conditions in fog on modified roadways and overpasses, which would
be built in accordance with current engineering standards, would be the same as
existing conditions during periods of fog on existing roads and bridges. In some
locations, new roadway overcrossings would deviate from the existing roadway
alignment (i.e., they would be off the current centerline) so that the overcrossing could
be constructed while maintaining traffic on the existing road. Offline overpasses will be
designed in accordance with applicable design standards, which account for driver
expectations (for example, roadway curves would not be abrupt) and safety (for
example, guard rails and crash barriers would be installed on bridges). Such design
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Response to Submission 671 (Ron V. Seals, Chowchilla Union High School District, October

13, 2011) - Continued

671-8

features
would reduce the safety hazards during fog conditions.

The project construction footprint for the BNSF alternative would be adjacent to the Le
Grand Fire Station, but would not require its acquisition and would not obstruct access
to and from the station. The BNSF alternative would also be grade-separated in
downtown Le Grand, and therefore would not affect the station after construction.

Changes to the transportation network during construction would be temporary and are
not expected to have long-term effects on school costs. In areas where a new crossing
is required, detours would be built first

and traffic diverted. After construction is completed, traffic would be diverted to the new
overcrossing. Prior to construction, a construction management plan will be
implemented and will include information to address

communications, safety controls, and traffic controls to minimize impacts and maintain
access. Additionally, a Construction Transportation Plan will be prepared prior to
construction and will provide information about the safety of school children and advising
school districts of construction activities. With the implementation of mitigation, no
significant impacts on school transportation are expected during construction.

Permanent road closures are also not expected to significantly impact schools. Nearly
all of the schools are located within the city limits of Merced, Madera, Chowchilla, Le
Grand, and Fresno. In the Chowchilla and Madera areas, the alignment is generally
elevated; therefore, no road closures are proposed. There would be two road closures in
the City of Merced, but two new crossings would be added within ¥z-mile of each
closure.

There would be five road closures in the City of Fresno, but eight new crossings would
be added within 1/4-mile of each closure. Therefore, these closures would have minimal
impact. See Final EIR/EIS Appendix 2-A, Proposed

Roadway Activities Along HST Alternatives, for additional information and for maps of
road closures and new crossings.

Outside of the urban areas, all of the HST alternatives include roadways that would be
closed as a result of the HST project; however, in many cases new roadway crossings
would be constructed in these locations and if not, then crossings would be provided

671-8

every 2 miles, resulting in no more than 1 mile of out-of-direction travel for vehicles to
cross the HST tracks. The UPRR/SR 99 and Hybrid alternatives include new roadway
crossings over SR 99 in unincorporated Merced County where there are currently none.
These new crossings could allow for more direct transportation across the SR 99 and
UPRR corridors. There are also crossings of the BNSF corridor for the BNSF and Hybrid
alternatives in Merced County and Madera County. These overcrossings would remove
conflicts with railroads and improve safety and access for buses. It is unlikely that
school bus service is

provided in these rural areas and the majority of students are likely driven by family
members or themselves.

671-9
See MF-Response-AGRICULTURE-5.

The long-term statewide and regional impact on air quality from operation of the HST
would be beneficial. Fugitive dust emissions due to the HST-induced airflow were
evaluated in Section 3.3, Air Quality and Global Climate Change, of the Draft EIR/EIS.
Particulate pollution is composed of solid particles or liquid droplets small enough to
remain suspended in the air. In general, particulate pollution can include dust, soot, and
smoke. These can be irritating but usually are not poisonous. Particulate pollution also
can include bits of solid or liquid substances that can be highly toxic. Of particular
concern are PM10 and PM2.5. PM2.5 is a subset of PM10 and refers to particulates that
are 2.5 microns or less in diameter, roughly 1/28th the diameter of a human hair. PM2.5
emissions are a greater health concern than PM10 emissions. As indicated by the
emissions data, only a small portion of the fugitive dust would be PM2.5. As the airflow
diminishes, fugitive dust emissions beyond 10 feet from a train traveling at 220 miles per
hour (mph) and the subsequent health risks would be negligible.

During construction, there is a potential for significant impacts to air quality. Analyses
performed by the California Air Resources Board (CARB) indicate that providing a
separation of 1,000 feet from diesel sources and high traffic areas, such as concrete
batch plants, would substantially reduce diesel PM concentrations, public exposure, and
asthma symptoms in children (CARB, 2005). With the implementation of mitigation
measures on this project, no concrete batch plants would be located within 1,000 feet of
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Response to Submission 671 (Ron V. Seals, Chowchilla Union High School District, October
13, 2011) - Continued

671-9

schools. This, along with additional construction mitigation measures, would reduce
impacts to air quality. However, as stated in the Children’s Health and Safety Risk
Assessment, at the regional level there would be the potential for significant impacts
related to fugitive dust and combustion pollutants, even with mitigation. Adjacent to
existing transportation corridors in the urban areas, children are likely already exposed

to vehicle and train emissions. The impacts would end following construction
completion.

671-10

See MF-Response-GENERAL-4 and MF-Response-SOCIAL-5.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 749 (Kole Upton, Chowchilla Water District, October 11, 2011)

Elperiodo a hacer comentarios
@sté prolongado hasta del

13 de octubre de 2011
10-11-11P02:26 Revp

Comment Period Extendegiis -
October 13, 2011 D&

CALIFORNIA
High-Speed Rail Authority

Comment-Care
Tarjeta de Commentarios

Merced to Fresno High-Speed Train Section Tren de Alta Velocidad Seccién Merced a Fresno
Draft Environmental Impact Report/  Anteproyecto del Informe de Impacto
Environmental Impact Statement (EIR/EIS) - Medioambiental/Declaracién de Impacto
Public Hearings Medioambiental (EIR/EIS) - Audiencias Publicas
September 2011 Septiembre 2011

Please submit your completed comment card at the Por favor entregue su tarjeta al final de Ia reunion, o
end of the meeting, or mail to: enviela a una de las siguientes direcciones:

Merced to Fresno HST Environmental Review, 770 L Street, Suite 800, Sacramento, CA 95814--cms-.

" The comment.period on the Draft EIR/EIS begins  El periodo a hacer comentarios empieza a 15 de’
August 15, 2011 and ends September 28,2011. agosto y termina a 28 de septiembre. Comentarigs;
Comments received after 5:00 p-m. on September reciben después de 5:00 p.-m. a 28:de septiemb

28, 2011 will not be addressed in the Final EIR/EIS. no se respondera en el EIR/EIS final. i

Name/ Organization/
Nombre: Kole Upton Organizacion: Chowchilla Water District
(Optional/Opcional) Phone Number/ i

P.0. Box 575

Address/Domicilio: Numero de teléfono: (559) 805-8755

City, State, Zip code/
Ciudad, estado, cédigo postal:
Chowchilla, CA. 93610

Email address/

Correo electonico:__kupton@inreach.com..... -

Comment KU-3
7401 The Draft EIR does not adequately address flood impacts of the West
Chowchilla Bypass Option of Hybrid Alternative particularly in Merced
County.
Deadman Creek does NOT have any flood control structures. Thus,
Deadman Creek frequently spills over on to adjacent land during heavy rain
events. On page 2-42 of the Hybrid Alternative part (2.4.4) of the
Alternative Section (2.0), it simply states, “.. .existing facilities would be
modified, improved, or replaced as needed ...” .
What facilities? There are none. The construction of the train will
present a new impediment to the flood situation adversely affecting
surrounding landowners. Further, how will train operation be affected if the
track is surrounded by, or under water?
This Draft EIR in no way adequately addresses the flood situation of the
West Chowchilla Bypass Option of the Hybrid, and the possible dire public
safety impacts.

U.S. Department
‘ of Transportation
Federal Railroad

Administration
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Response to Submission 749 (Kole Upton, Chowchilla Water District, October 11, 2011)

749-1

See MF-Response-WATER-3. Methods for evaluating potential impacts to hydrology
and floodplains are described in EIR/EIS Section 3.8.3.1, Methods for Analyzing Study
Area Impacts. With regard to public safety, also see the subsection Hazards from
Flooding in the EIR/EIS Section 3.11.5 (Safety and Security).
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California High-Speed Train Project EIR/EIS

Merced to Fresno Section

Response to Comments from Local Agencies

Submission 751 (Kole Upton, Chowchilla Water District, October 11, 2011)

£l periodo a hacer comentarios

Comment Period Extended ; 3 "
October 13, 2011 % ? % ?"?Ej esta prolongado hasta del

CAUFORN'A 10-11-11pP0
High-Speed Rail Authority

Merced to Fresno High-Speed Train Section
Draft Environmental Impact Repory
Environmental Impact Statement (EIR/EIS) —

Public Hearings
September 2011

Please submit your completed comment card at the
end of the meeting, or mail to:

Merced to Frésno HST Environmental Review,

The comment period on the Draft EIR/EIS begins
August 15, 2011 and ends September 28, 2011.
Comments received after 5:00 p.m. on September

28, 2011 will not be addressed in the Final EIR/EIS.
—————————- e addressed in the Final EIR/E
Name/

Nombre: Kole Upton

(Optional/Opcfona/)
Address/Domicilio: _ P-0. Box 575

City, State, Zip code/
Ciudad, estado, codigo postal:
Chowchilla, CA. 93610
—— Tt -0ro-a, CA. 9361

Comment KU-5

751-1 - The Hydraulics and Flood Plain Tech

County.
For example, page B-21 in Appendix

sides of Deadman Creek.

2:26 RCVD Comment-C

13 de octubre de 2011

Tarjeta de Commentariosi

Tren de Alta Velocidad Seccion Merced a Fresno
Anteproyecto del Informe de Impacto
Medioambienta//Dec/aracién de Impacto
Medioambiental (EIR/EIS) - Audiencias Puablicas
Septiembre 2011

Por favor entregue su tarjeta al final de la reunién, o
enviela a una de las siguientes direcciones:

770 L Street, Suite 800, Sacramento, CA 95814 ...

El periodo a hacer comentarios empieza a 15 de’
agosto y termina a 28 de septiembre. ‘Comentarios
reciben después de 5:00 P-m. a 28,de septiembr,
no se respondera en el EIR/EIS final. -

Organization/
Organizacion: Chovchilla Water District
:

Phone Number/ |
Numero de teléfono: (559) 805-8755

Email address/
Correo electénico: kupton@inreach.com
—————"-lnreach.com...

Reports A & B have flawed data.

Throughout, it has the appropriate responsible jurisdictions confused and/or
wrang, specifically, in regard to Dutchman and Deadman Creeks in Merced

B of the Fact Sheets for Selected

Water Body Crossings has LeGrand-Athlone as the responsible water
district. In fact, Le-Grand-Athlone only serves up to a certain point at just
about the proposed route. A fter that, Chowchilla Water District uses the
Creek as a means to deljver Wwater to its constituents who own land on both

Further, the Draft EIR fails to address the effect of the destruction of the
transfer facilities between the two districts, LeGrand-Athlone receives water
from Merced irrigation District and transfers some of it to Chowchilla Water
District. The proposed route destroys this capability thus adversely
impacting landowners of Chowchilla Water district.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Response to Submission 751 (Kole Upton, Chowchilla Water District, October 11, 2011)

751-1

A combination of best available information was used to determine water crossing
responsible jurisdictions. The primary source was a map of San Joaquin Valley
“Boundaries of Public Water Agencies” (2001), which was used as a guide for assigning
jurisdictions. It is acknowledged that this is a rough guide to water agency boundaries,
and more detailed information was used when available. Other detailed source
information included a CAD map of the Chowchilla Water District (no date provided). It is
recognized that the actual operations of the various irrigation and water districts crossed
by the HST are complex, and may not be represented entirely by simple boundaries on
maps.

Deadman Creek

When georeferenced to the HST alignment, the “Boundaries of Public Water Agencies”
map shows the Deadman Creek crossing in the Le Grand — Athlone Water District. The
boundary of the Chowchilla Water District on the District's CAD files ends just north of
Dutchman Creek (boundary between township 8S and 9S), and does not include
Deadman Creek. The best available information indicates that this crossing is operated
by the Le Grand — Athlone Water District, and that the Draft EIR/EIS is correct. The
Authority acknowledges, however, that the commenter may be correct based on
superior local knowledge.

The crossings of Deadman Creek for the various options of the BNSF alignment are all
shown as within the Le Grand — Athlone Water District boundaries on the “Boundaries of
Public Water Agencies” map. These crossings are not located on the Chowchilla Water
District CAD map.

Dutchman Creek

The location of the Dutchman Creek crossings of the UPRR and Hybrid alignments are
close to the border of the Chowchilla Water District on both the “Boundaries of Public
Water Agencies” map and the Chowchilla Water District map. Upon closer inspection of
these maps, the Authority acknowledges that the commenter is correct — these
crossings are determined to be within the Chowchilla Water District boundaries. This
has been changed in the FEIR/EIS.

Transfer Facilities
It is unclear which transfer facilities are being referred to in this comment. As noted in
Table 5-3 of the Hydraulics and Floodplain report, hydraulic operation of waterbodies

751-1

(including irrigation canals and ditches) crossed by the alignment will be maintained by
crossing over the waterbody (e.g., with elevated track or spanned crossing) or will be
placed in a culvert. These crossing design concepts are described in Section 5.2 of the
report,which is available online under “Technical Reports” on the same web page as the
EIR/EIS.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 550 (Doug Welch, Chowchilla Water District, October 11, 2011)

550-1

Chowchilla Water District

Post Office Box 905 ¢ 327 S. Chowchilla Blvd. ¢ Chowchilla, CA 93610
Phone (559) 665-3747 ¢ Fax (559) 665-3740 ¢ Email dwelch@cwdwater.com

Board of Directors

Dan Maddal ¢ Michael Mandala ¢ Vince Taylor ¢ Kole M. Upton ¢ Mark Wolfshorndl

October 7, 2011

California High-Speed Rail Authority
Merced to Fresno Draft EIR/EIS Comments
770 L Street, Suite 800

Sacramento. CA 95814

Ladies and Gentlemen:

The Chowchilla Water District (CWD) offers the following comments on the
California High-Speed Rail Authority Merced to Fresno Draft EIR/EIS.

The Chowchilla Water District serves about 85,000 acres situated in southern
Merced County and northern Madera County on the eastside of the San Joaquin
Valley. The District serves over 400 waterusers, with an average farm size of 162
acres. About 75% of the District is planted to permanent crops. The top five crops
grown in the District are (in order of prominence) almonds, alfalfa, corn, wine
grapes and wheat. Over forty different crops are grown by farmers in the District.
The District utilizes portions of the Chowchilla River, Ash Slough and Berenda
Slough to convey irrigation water to the District's irrigation water distribution
system, which consists of 150 miles of unlined canals and 49 miles of pipeline.

CWD representatives participated in numerous public and technical California
High Speed Rail Authority meetings over the past two years. During these
meetings CWD representatives expressed concerns about the impacts of the
High Speed Rail (HSR) on CWD operations and maintenance due to the closure
of county roads, farm roads and CWD's irrigation distribution system roads at
locations where they would be crossed by the HSR. HSR staff and consultants
stated that CWD’s concerns would be addressed and mitigated by providing an
undercrossing at each location where the HSR crossed a CWD irrigation
distribution system road. HSR staff and consultants also stated that
undercrossings would be provided for farm roads (which are used by farmers and
CWD canal operators) to get from one side of the HSR to the other. On several
occasions CWD representatives responded that they didn’t believe that the HSR
would actually provide the undercrossings. HSR staff and consultants reiterated
that undercrossings would be provided to mitigate impacts on both CWD
irrigation distribution roads and farm roads.

550-1

550-2

550-3

California High-Speed Rail Authority
Merced to Fresno Draft EIR/EIS Comments
Page 2

Unfortunately, the California High-Speed Rail Authority Merced to Fresno Draft
EIR/EIS fails to provide any undercrossings at locations where the HSR crosses
CWD irrigation distribution system roads or farm roads. As CWD representatives
suspected, the HSR staff and consultants did not have any real intent to mitigate
the disruptive impacts the HSR will have on the daily operation and maintenance
activities of the Chowchilla Water District. The proposed route alternatives of the
HSR will block many of the transportation corridors (county roads, farm roads
and CWD's irrigation distribution system roads) that CWD employees utilize daily
to operate and maintain CWD irrigation water distribution facilities. Blockage of
these transportation corridors will result in canal operators having to drive many
more miles each day in order to monitor water levels and flows in canals, operate
irrigation gates and measure water deliveries. During the high water usage
summer months it may be necessary for CWD to hire additional personnel and
purchase additional vehicles to adequately monitor water levels and flows in
canals, operate irrigation gates and measure water deliveries.  Blockage of
these transportation corridors will also result in increased time and cost to move
maintenance equipment such as graders, dozers, backhoes, gradalls, pesticide
spray trucks, etc. from one location to another. In some cases special permits will
be required to move maintenance equipment such as a dozer on public roads
where the HSR has blocked a canal right-of-way. These increased costs will
result in increased water rates for landowners in CWD.

The increase in miles driven each day by CWD employees will result in the
consumption of additional fossil fuels and additional air pollution. The
improvements in air quality that the California High-Speed Rail Authority Merced
to Fresno Draft EIR/EIS claims will occur as a result of the HSR must be reduced
to account for the additional miles driven by CWD operation and maintenance
employees due to the blockage of transportation corridors traditionally used by
CWD employees.

In addition to attending and commenting at HSR public and technical meetings
the Chowchilla Water District submitted a Freedom of Information Act request in
December of 2010 requesting copies of all documents, communications and
correspondence (including electronic email) transmitted between the Federal
Railroad Administration and the California High Speed Rail Authority addressing
or relating to the route alternatives under consideration for the proposed
California High Speed Rail within Madera County and Merced County, California.
After ten months, with numerous follow up inquiries by CWD and congressional
representatives, the Federal Railroad Administration has failed to provide the
requested documents.

The mission of the Chowchilla Water District is to protect, enhance, and manage
the surface and groundwater resources of the District in order to meet the
present and future water needs of the people and lands within the District
through outstanding customer service, commitment to quality, and leadership in
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Submission 550 (Doug Welch, Chowchilla Water District, October 11, 2011) - Continued

California High-Speed Rail Authority
Merced to Fresno Draft EIR/EIS Comments
Page 3

the water resources industry. CWD is gravely concerned about the future effect
of California High Speed Rail on our community, water infrastructure, and our
agricultural economic base.
550-4 As described above, the California High-Speed Rail Authority Merced to Fresno
Draft EIR/EIS fails to address and mitigate the disruptive impacts that the HSR
will have on the daily operation and maintenance activities of the Chowchilla
Water District. The Chowchilla Water District therefore recommends that the
HSR Authority select the ‘no build’ option.

Sincerely,

General Manager
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Response to Submission 550 (Doug Welch, Chowchilla Water District, October 11, 2011)

550-1
See MF-Response-WATER-1 and MF-Response-TRAFFIC-2.

550-2

See MF-Response-AQ-4.

550-3

FRA provided a response to the Chowchilla Water District's Freedom of Information Act
(FOIA) request, between publication of the Draft EIR/EIS and publication of this Final
EIR/EIS. The West Chowchilla Bypass Option was developed as part of the Alternatives
Analysis and as a result of that process, the Authority and FRA determined it was a
reasonable alternative for further review in the Draft EIR/EIS.

550-4
See MF-Response-GENERAL-1 and MF-Response-GENERAL-14.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Submission 633 (Dan Maddalena, Chowchilla Water District, October 11, 2011)

Response to Comments from Local Agencies

IEL?’LEJW_”,'@ 10-11-11A09:18 RCVD

i
Chowchilla Water District

Post Office Box 905 ¢ 327 §. Chowchilla Bivd. ¢ Chowchilla, CA 93610
Phone (559) 665-3747 ¢ Fax (559) 665-3740 ¢ Email dwelch@cwdwater.com

Board of Directors
Dan Maddal ¢ Michael Mandala ¢ Vince Taylor ¢ Kole M. Upton ¢ Mark Wolfshorndl

October 10, 2011

Mr. Roelof van Ark, CEO

California High Speed Rail Authority
925 L Street, Suite 1425

Sacramento, CA 95814

Dear Mr. van Ark,

The Chowchilla Water District wishes to notify your agency of our concerns regarding
your plans to build the High Speed Rail through our jurisdiction. Our sole interest is to
ensure the water resources within our District are protected and considered in your
planning process.

On July 13, 2011, the Chowchilla Water District approved insisting that the California
High Speed Rail Authority coordinate this project with our district. It is the
responsibility of the Broad to ensure that policies and plans implemented by the High
Speed Rail Authority (HSRA) do not detrimentally affect our ability to provide
sufficient surface water to the 67,998 acres of irrigated agriculture, 1,350 acres of
subdivided residential use, and 10,642 acres of miscellaneous uses such as roads and
ponds.

Formed since 1949, our District is organized under Section 34000 of the California
Water Code and our boundaries cover approximately 125 square miles, nearly 80,000
acres of irrigated agriculture and residential use. The primary charge of the District is
to supply surface water to the landowners of the District.

Although your agency has described the High Speed Rail as “the largest public
infrastructure project in the nation,” we must insist that you take into account the very
real local impacts that will occur to our infrastructure constructed over decades. Our
elaborate water system is the vital element and lifeblood for farmers, ranchers and
citizens in southern Merced County and northern Madera County on the eastside of the
San Joaquin Valley.

Because of this, we request a meeting directly with you as soon as possible. We have
the following dates open, November 16 or December 13, 2011. It is critical that you
be apprised of the impact our District will face as a result of the proposed alternatives
you are advancing so that you have the opportunity to study ways to resolve the
conflicts created by your Draft Environmental Impact Statement (DEIS).

633-1

633-2

California High Speed Rail Authority
October 11,2011
Page 2

Our issues must be analyzed in the DEIS so that the public and decision makers have the
opportunity to weigh the detrimental impacts to our District, as well as, the
environmental impacts. However, since we have never met nor has your agency
requested to meet, none of our concerns have been taken into account in the publicly
released versions of the draft study documents. Without a face-to-face meeting, you
cannot possibly know what these impacts will be to our water system.

Congress recognized the essential contribution of local governments to the NEPA
process at 42 USC 4331(a): “...it is the continuing policy of the Federal Government,
in cooperation with State and Local governments, ...to use all practicable means and
measures, including fi ial and technical assi. in a manner calculated to

Jfoster and promote the general welfare, to create and maintain conditions under

which man and nature can exist in productive harmony, and fulfill the social,
economic, and other requirements of present and future generations of Americans.”
Section (b) of this mandate further requires that the government do this “fo improve
and coordinate federal plans, functions, programs, and resources....” Coordination
must be conducted with local government in order for the Congressional mandate to
be properly implemented.

The State of California had this coordination duty enforced in the United States
District Court for the Northern District of California. In California Resources Agency
v. US Department of Agriculture (No. C 08-3884 MHP), the State successfully
challenged the U.S. Forest Service’s refusal to coordinate four federal forest
management plan revisions with the State. The Federal Court ruled in the state’s favor
and required the Federal Agency to begin the NEPA process over, this time in
coordination with the State.

It is our hope that the HSRA can avoid this mistake and will instead work with our
District to resolve the conflicts with the project and our plans and policies. To date,
the HSRA has not engaged the District on a level or in a manner that would address
any of the concerns, conflicts, economic or technical analysis, or any appropriate
alternatives as required under NEPA and its regulations.

The District welcomes a meeting with you to begin this deliberative process and apprise
you of the conflicts that must be taken into account by your agency. Please let us know
which of the meeting dates will work best for you by October 31, 2011. If those dates are
not convenient for you and your staff, please call me at 559-665-3747 to arrange a
convenient meeting date. We will make the District Board chambers located at 327 S.
Chowchilla Blvd., Chowchilla, California, available for these meetings.

For your convenience, you may contact me at the following email address:
dwelch@cwdwater.com.

We look forward to meeting with you and your staff to begin coordinating on this project.
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Sincerely,

Vel

/Fe v/ Dan Maddalena
President

cc Federal Railroad Administration
Department of Transportation, Secretary
U.S. Congressman Jeff Denham
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Response to Submission 633 (Dan Maddalena, Chowchilla Water District, October 11, 2011)

633-1

Technical Working Group meetings, which the Chowchilla Water District took part in,
were conducted for the purpose of collecting input from local agencies. The Authority
will continue to coordinate and meet with agencies as design continues.

633-2

See MF-Response-GENERAL-7 and MF-Response-GENERAL-17.
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335-1

335-2

335-3

£y .
Written Comments submitted at the Merced hearing for the
Merced to Fresno HST Draft EIR on Sept. 14, 2011 in addition to
oral testimony of:

Kole Upton
P.O.Box 575
8 Chowchilla, CA. 93610

On behalf of my family who farms in southern Merced County, the
following is submitted:

1. A copy of the letter submitted to the CHSRA by the J.G. Boswell
Company requesting an extension of the comment period for the Draft EIR
*for at least six months. In addition, on behalf of two organizations of which
1 am a director, the Chowchilla Water District, and Preserve Our Heritage

also support the request.

2. A copy of a Freedom of Information Act (FO1A) request dated
December 3, 2010 to the Federal Railroad Administration. Despite the fact
.nine months have elapsed and both Congressmen Cardoza and Denham have

requested the information be provided, we still have received nothing.

This information is required for the District to be able to participate in
these discussions. When the West Chowchilla Bypass Option was presented
as an option despite the unanimous opposition of every public agency with
jurisdiction ion the area, we were told that FRA had directed CHSRA to
sconsider that route.

3. Page 2-21 of the 2.0 Alternatives section of the Draft EIR. The fourth
paragraph (highlighted) down starts our, “The Hybrid Alternative also
follows transportation corridors .....”.

That is an outright falsehood! The West Chowchilla Bypass Option is
*part of the Hybrid Alternative and in Merced County it does NOT follow
any transportation corridor, county easement, rabbit trail, or anything else. It
goes thorough cultivated fields and destroys water district and farmer water
facilities essential to continued production of several thousand acres.

Signed: /ﬂ/ g %\ ; T Kole Upton

Robert . Dowd” Griswold LaSalle Lyman 0. Griswold
Robert W. Gin" Cobb Dowd & Gin LL.P, {1914-2000)
Randy L. Edwards

D. Lee

fan Hichael E. LaSalle

Jelirey L. Levinson® asalle
Raymond L. Carlson ( l . L. C- D . G
Frts StevenW. Cot

Ty N. Mizola 1 t
Michal R. Jobnson* 1947.1993
Staven 5. ias ATTORNEYS ¢ g
Rabin M. Hall aliforns abili i

Rotin M ol ACalifornla Limlled Liability p Including

Laura A, Woile 111 E. SEVENTH STREET

HANFORD, CA 83230
*a Professiansl Corporation
T(559) 584-6656 | F (559) 582-3106
www.griswoldlasalle.com

September 8, 2011

VIA UPS NEXT DAY AIR SAVER
TRACKING NO. 17 F74 78R 13 9995 0584

Board of Directors
CALIFORNIA HIGH SPEED RAIL AUTHORITY
770 L Street, Suite 800

Sacramento, CA 95814-3359

Re:  Extension of Draft EIR/EIS Comment Period - Fresno to Bakersfield HSR
SCH # 2009091126

Dear Chairman and Members of the Board:

This letter is submitted on behalf of J.G. Boswell Compary. The purpose of this letter is to
request an extension of the comment period on the above Draft EIR/EIS for at least 6 months,
through mid-February 2012.

The existing comment period is grossly inadequate and denies due process to those seeking
to comment on the EIR/EIS. The initial 45 day comment period, later extended only 15 additional
days to October 13,2011, is plainly insufficient to allow any meaningful comment on 17,000 pages
of documents.! See Appendix A for list of documents and page lengths. The 17,000 page total does
not include any documents for the Merced to Fresno segment (SCH # 2009091125), which would
bring the total to over 30,000.

The EIR/EIS is not user friendly. For example, Chapter 10 of the EIR/EIS lists 831 sources
that are referenced in the report. In instances noted so far, these sources are referenced without
internal citations, requiring the reviewer/commenter to obtain the document, review it, and make
a judgment as to which part was intended to support the citation in the EIR/EIS. This lack of

"It also appears the BIR/EIS and supporting documents are available in English only.
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specific citations makes it difficult to determine whether a statement made in the EIR/EIS is
supported by substantial evidence.

Due to the requirements of CEQA,? meaningful public comment is the key phase of the
CEQA public review process. The CEQA process becomes a sham without it, and results in a
denial of due process.

In 2004 the Authority released the Draft Program EIR/EIS for the Proposed California High-
Speed Train System (SCH #2001042045). The State Clearinghouse set a review period of February
13, 2004 to August 31, 2004, or 6 1/2 months, for this Program EIR/EIS. It neither makes sense,
nor is there any good reason, why the review period for the Program EIR/EIS was more than 6 1/2
months while the review period for the much more detailed Project specific EIR/EIS is only 2
months.

In view of the above, we believe that at least a 180 day comment period is required, ending
mid-February 2012 as measured from August 15, 2011, This matter requires Board, rather than
administrative, attention, and, accordingly, we request this matter be placed on the agenda for a
special meeting at the Board's earliest convenience. As the Board's next regularly scheduled
meeting is not until September 22, 2011, the urgency of this issue demands it be dealt with before
then.

We understand that the EIR/EIS was released on August 9, 2011. The orginial comment
period was for 45 days, beginning August 15,2011 and ending September 28,2011, This time limit
was apparently set by staff without Board involvement. The 45 day period is the minimum under
CEQA Guidelines § 15105(a). This time period makes no allowance for the unparalleled scope of
the project.

At the August 25, 2011 Board meeting, a petition signed by about 300 Kings County
residents was submitted by Hanford-area farmer Frank Oliveira on behalf of the Citizens for
California High Speed Rail Accountability (CCHSRA). These citizens asked for a 45 day extension,
making for a total of a 90 day review and comment period. The request was not on the Board's
meeting agenda, but staff did grant an additional 15 days to the original 45 day comment period for
atotal of 60 days. The comment period now ends October 13, 2011 which corresponds to the end
date of the State Clearinghouse (SCH) review period.

2All statutory references to CEQA are to Public Resources Code §§ 21000 et. seq.
CEQA’s implementing regulations are known as the “CEQA Guidelines” and are set forth at 14
Cal. Code Regs. §§ 15000 et seq., and are referred to as “CEQA Guidelines § 7 oras
“Guidelines § ___.”
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The High Speed Rail (HSR) project is the largest and most expensive infrastructure project
in the history of the State of California and even its component parts -- the Fresno to Bakersfield
segment, or the Merced to Fresno segment, -- could fairly be estimated to be the largest
infrastructure projects in State history, and certainly in the history of the San Joaquin Valley.

As stated above, the EIR/EIS for the Fresno to Bakersficld segment, select supporting
documents, and technical data available at the Fresno-Bakersfield EIR/EIS web page consist of
17,000 pages (See Appendix A). Not all the documents referenced in the EIR/EIS are available at
that web page. If one includes the EIR/EIS and related documents for the Merced to Fresno
segment, the total pages to be reviewed approaches 30,000 or more. The shecr volume of material
necessitates a significant extension of the review and comment period. Two basic reasons support
the extension; these reasons are explained below.

L THE SIXTY DAY REVIEW PERIOD FAILS TO MEET CEQA REQUIREMENTS
BECAUSE IT FAILS TO PROVIDE AN "ADEQUATE TIME" TO REVIEW THE
MASS OF MATERIAL ONLY LATELY RELEASED FOR PUBLIC REVIEW AND
COMMENT.

CEQA Guidelines § 15203 states:

“The lead agency shall provide adequate time for other public agencies and
members of the public to review and comment on the draft EIR or negative
declaration that it has prepared.” (Emphasis added.)

Adequate time is required not only because “Public participation is an essential part of the
CEQA process” (CEQA Guidelines § 15201), but because the Legislature has declared that the
purposes of the review period include:

(a) Sharing expertise;

(b) Disclosing agency analysis;

(c) Checking for accuracy;

(d) Detecting omissions;

(e) Discovering public concerns; and
) Soliciting counter proposals.

CEQA Guidelines § 15200.
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The Legislature has declared:

“The maintenance of a quality environment for the people of this state now
and in the future is a matter of statewide concern.” Pub. Res. Code §
21000(a).

“Every citizen has a responsibility to contribute to the preservation and
enhancement of the environment.” Pub. Res. Code § 21000(e).

There can be no question that CEQA and the CEQA Guidelines were developed to allow the
public every possible opportunity to meaningfully participate in the EIR/EIS process.

Given the mere 60 day review period, none of the purposes of EIR/EIS review and comment
can be served, for the following two major reasons:

1. The time for review that the Authority has chosen does not allow the public
"adequate time" for public review and comment, as required by CEQA
Guidelines § 15203. To examine some 17,000 pages within 60 days requires a
person to read 283 pages per day and no time to prepare responsive comments.
The initial review period of 45 days was simply more egregious and required
378 pages per day to be read.

In comparison, a 45 day EIR review and comment period was recently used for an ordinance
by the City of Sunnyvale to prohibit single use plastic bags at grocery stores. (See City of
Sunnyvale Single-Use Carryout Bag Ordinance Draft EIR, SCH #2011062032 August 2011). That
EIR consisted of 210 pages which amounts to reviewing 4.6 pages per day. The High Speed Rail
Authority (Authority) expects 61 times more effort per day just to read the mass of CEQA
documentation for the Fresno to Bakersfield HSR project.® Such an expectation is unrealistic,
unfair, and does not meet the requirement of CEQA to have adequate review period. At the "plastic
bag ordinance" ratc of 5 pages per day, the review period for the 16,953 pages of the Fresno-
Bakersfield HSR EIR/EIS would be 3,391 days or about 9.3 years (16,953 pages x day/5 pages =
3,391 days x 1 year/365 days = 9.289 years).

These simple metrics, of course, in no way imply that the Fresno-Bakersfield HSR project
is in any way comparable to Sunnyvale's plastic bag ordinance project. The former is an infinitely

*Also this docs not include the EIR/EIS for the Merced-Fresno segment,
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more complex project proposing vast, irreversible commitments of public and private resources on
the largest scale in the history of the San Joaquin Valley.

Persons who wish to comment and share their expertise, provide analysis, check for
accuracy, voice their concerns, and prepare counter proposals will never be able to do so because
they will never be able to review all the documents and comment in a mere 60 days.

2. ‘While the regulations typically allow for a 45 to 60 day comment period, the
regulations also allow that time to be exceeded, without the need to otherwise
stop the project, in “unusual circumstances.” CEQA Guidelines § 15105(a).
The HSR certainly qualifies as an unusual circumstance. In no way can the
HSR project be compared to other projects in the history of the State of
California and the San Joaquin Valley. Therefore, the 60 day period must be
extended.

The Legislature has declared:

“... it is the policy of the state that projects to be carried out by public agencies be
subjoct to the same level of review and consideration [under CEQA] as that of
private projects required to be approved by public agencies.” Pub. Res. Code §
21001.1.

A private company would never be allowed to undertake a project of this magnitude and be
subject to a mere 60 day review period. Given the scope of the project, it is difficult to imagine that
there could be a more “unusual circumstance” that would allow the typical comment period to be
extended.

The "unusual circumstances" provision of CEQA Guidelines § 15105(a) gives the lead
agency the necessary flexibility to set the comment period consistent with the meaningful public
participation and due process goals of CEQA. This flexibility eliminates the absurdity ofa "one size
fits all" rule which would provide equal 45 day review and comment periods to the Sunnyvale
plastic bag ordinance and the Fresno to Bakersfield HSR project. Nor must we omit that the review
and comment period for the Merced to Fresno Draft EIR/EIS runs concurrently, compounding the
insufficiency of the alloted time.

The Legislature has also declared that it is the policy of the state that:
“Documents prepared pursuant to [EIR requirements] be organized and in a manner

that will be meaningful and useful to decisionmakers and to the public.” CEQA
Guidelines § 21003.
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Given the sheer volume of the documentation, in order to make the documents “meaningful
and useful” there must be adequate time to review them. With only 60 days, neither the
decisionmakers nor the public can make the determination of whether the EIR/EIS documents
satisfy that criterfa because there is insufficient time to so do.

The Authority claims transparency in its proceedings but this claim rings hollow at this
crucial juncture. The Authority’s “Environmental Review Fact Sheet” states:

"The California High-Speed Rail Authority (CHSRA) and the Federal Railroad
Administration (FRA) are the state and federal agencies responsible for the
environmental review of the state’s high-speed train system, and together they have
implemented a more transparent, collaborative and inclusive approach to the

EIR/EIS process than is typical or required, with state and local planning
agencies, local communities and the general public integrated into the entire
process." (Emphasis added.)

This statement is not true as to meaningful public participation and satisfaction of due
process. The key point in the CEQA process is at hand and the 60 days allotted to review and
comment on 17,000 pages of material for the Fresno to Bakersfield segment stacks the deck against
the commenting parties. The point is exacerbated when the additional thousands of pages for the
Merced to Fresno EIR/EIS are added.

IL THE SIXTY DAY REVIEW PERIOD DENIES DUE PROCESS TO INTERESTED
PARTIES DUE TO THE LENGTH AND COMPLEXITY OF THE
ENVIRONMENTAL DOCUMENTS FOR THE FRESNO-BAKERSFIELD HSR.

Any review period less than six months raises serious constitutional issues. The public is
entitled by statute and regulation to have a meaningful review. By only allowing 60 days to review
17,000 pages of documents associated with the Fresno to Bakersfield EIR/ELS, the Authority has
essentially made the public review meaningless. The Legislature has allowed the public to
participate in the CEQA process as a participant and not just a spectator. By bombarding the public
with documents without any hope for a complete review, the Authority has put the public on the
sidelines, and due process will be violated should there be no extension.

Rights granted by CEQA must allow the public to have a meaningful review because the
Legislature has recognized that “Every citizen has a responsibility to contribute to the preservation
and enhancement of the environment.” Pub. Res. Code § 21000(e).

CEQA was enacted in 1970 and provides a detailed process for public review. It is a
“powerful tool for citizen action and government accountability.” Note, The Timber Harvest Plan
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Exemption from the California Environmental Quality Act: Due Process and Statutory Intent, 41
Hastings L.J. 727, 730 (1990). In fact, the purpose of the EIR/EIS is:

“... to provide public agencies and the public in general with detailed information
about the effect which a proposed project is likely to have on the environment; to list
ways in which the significant effects of such a project might be minimized; and to
indicate alternatives to such a project.” Pub. Res. Code § 21061.

Courts have called the EIR/EIS an “environmental ‘alarm bell’ whose purpose is to alert the
public and its responsible officials to environmental changes before they have reached ecological

points ofno return.” Santiago County Water District v. County of Orange, 118 Cal. App.3d 818, 822
(1981). To accomplish this purpose, CEQA statutes and regulations require that the public be made

part of the process, including:

° Comments be accepted by the public at anytime during the EIR/EIS process
(Pub. Res. Code § 21003.1(a));

° The lead agency must respond, in writing, to all comments received during
the comment period (Pub. Res. Code § 21004);

° Relevant information should be made available as soon as possible to the
public (Pub. Res. Code § 21003.1(b));

° Notice must be given to all those who have requested such when the draft
EIR/EIS is complete (Pub. Res. Code § 21092);

° Draft EIR/EIS documents shéuld be made available in local libraries (CEQA
Guidelines § 15087(g));’

° The Public agency must publish notice in a paper of general circulation in the
arca of the proposed project (CEQA Guidelines § 15087(a));

° Public hearings on the documents are encouraged (CEQA Guidelines §
15087(i)); and

“Note that the Technical Appendices to the EIR/EIS, listed as nos. 4-43 on Appendix A,
were not madc available at local libraries, This is important because the appendices are
referenced throughout the EIR/EIS.
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° An adequate public review period is required and can be extended in
unusual circumstances (CEQA Guidelines § 15105) (emphasis added).

CEQA regulations take public participation so seriously that the process provides grounds
upon which judicial review of the project may be obtained. CEQA Guidelines § 15112,

Because public review and participation is expressly granted by statute and regulation, any
review period less than six months raises serious constitutional issucs under the circumstances. The
public is entitled by statute and regulation to have a meaningful review. By only allowing 60 days
to review some 17,000 pages of documents associated with the EIR/EIS, the Authority has
essentially made the public review meaningless. The Legislature intends for the public to participate
in the CEQA process in a meaningful way; in this case, requiring sufficient and adequate time for
review. By releasing to the public a large quantity of documents without any hope for a complete
much less a meaningfu!l review, the Authority has made the public a spectator, and due process will
be violated should there be no significant extension of time to review and comment on the
documents.

1. State Constitutional Issues

The CEQA statutes and regulations, as applied, violate California Due Process requirements
because the Authority has failed to provide adequate time for EIR/EIS review. In order to remedy
the as applied violation, sufficient time to review the EIR/EIS must be granted.

Due process safeguards in this context are analyzed with the principle in mind that all should
be free from arbitrary adjudicative procedures. People v. Ramirez, 25 Cal.3d 260, 268 (1979). A
fundamental concept of due process is “the right to a reasoned explanation of government conduct
that is contrary to the expectations the government has created by conferring a special status upon
an individual.” Id. at 276. Here, CEQA statutes and regulations confer a special status on the public
by requiring meaningful review; yet the Authority has taken away that right by imposing an
unreasonable review period, and providing no explanation therefor.

To determine the level of due process required, courts examine:
1. The private interest that will be affected by the official action;

2. The risk of an erroneous deprivation of such interest through the procedures used,
and the probable value, if any, of additional or substitute procedural safeguards;

3. The dignitary interest in informing individuals of the nature, grounds and
consequences of the action and in enabling them to present their side of the story
before a responsible governmental official; and
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4, The governmental interest, including the function involved and the fiscal and
administrative burdens that the additional or substitute procedural requirement would
entail. Id. at 269.

The private interest here is compelling; CEQA statutes and regulations mandate that the
public be allowed meaningful and adequate review of the EIR/EIS. In this respect, the Legislature
has already determined that the public has a significant interest in proper review.

The risk that the private interest will be erroneously deprived is high; in fact it is happening.
Although the regulations allow the Authority to declare the most expansive and expensive
infrastructure project in the history of California an "unusual circumstance" and provide additional
time for public review and comment, the Authority has (so far) failed to so do and without any
explanation. In addition, as the Authority is well aware, the review period ends the time that
individuals may comment and preserve issues that must be on the record for judicial review. By
completing the review period before it is possible for stakeholders to read the documents and
provide comments, the Authority is also precluding meaningful review following the final EIR/EIS
being issued. Rigid adherence to the 45 or 60 day periods mentioned in Guidelines § 15105(a)
therefore guarantees denial of due process for projects of the scope of this EIR/EIS.

The dignity interest weighs heavily in favor of an extension of time. Itisinconceivable that
the public could be charged with reading and commenting on the EIR/EIS, only to find out that it
is impossible to do so because there is insufficient time to read the documents in this case.

Finally, the governmental interest in providing additional time is identical to the private
interests. The Legislature has already made this determination by stating that the public is entitled
to meaningful and adequate review, and putting in place an entirc scheme to ensure such review
occurs. The government has a significant interest in ensuring that its own statutes and regulations
are followed, especially when no fiscal or administrative burdens are involved beyond the passage
of time.

As the Federal Railroad Administration is the lead Federal agency designated on the HSR
project, the purpose and requirements of the National Environmental Policy Act (NEPA) are also
at issuc. The purpose of NEPA review corresponds to CEQA review. Congress has declared, “...
it is the continuing policy of the federal Government, .., in cooperation with State and local
governments, and other concerned public and private organizations, to use all practicable means and
measures, including financial and technical assistance ... to create and maintain conditions under
which man and nature can exist in productive harmony, and fulfill the social, economic, and other
requirements of present and future generations of Americans.” (42 U.S.C. § 4331). Therefore the
purposes of NEPA also support the extension requested herein.
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that right has little reality or worth unless the public is informed and can choose for iteself whether
2. Federal Constitutional Issues to participate. Mullane v. Central Hanover Bank & Trust Co., 339 U.S. 306, 314 (1950). In this

case, the public cannot know, and can never know under the limited review period what position and

Due process under the federal constitution requires that an entitlement exist under state law. comments it should make relating to the EIR/EIS, had it been afforded an adquate review period.

There can be no question that the Legislature has entitled the public to a meaningful and adequate
review of the EIR/EIS documents through the CEQA statutes and regulations. It is merely a
question of what process is due.

“Due process is flexible and calls for such procedural protections as the particular situation
demands.” Mathews v. Eldridge, 424 U.S. 319, 334. In this situation, due process calls for a
reasonable number of days to review the EIR/EIS and supporting documents, We ask for at least

Pursuant to Mathews v. Eldridge, 424 U.S. 319 (1976), to determine what process is due, the a 180 day review period, for all the reasons stated.

state should look at the private interests involved, the risk of an erroneous deprivation and value of

additional safeguards, as well as the governmental interest. Very truly yours,

GRISWOLD, LaSALLE, COBB,

Again, the public’s interest is high; the public is entitled to a proper review under CEQA but
such a review cannot be met in such a short and arbitrary time frame currently established by the DO/WD'&/_I?\J; LLP.
Authority. Denial of that proper review, in turn, prejudices the rights of potential litigants who are -
subject to the exhaustion doctrine. Denial of adequate, proper, and meaningful review stacks the //7
Suoj s i By ‘/7 -

deck in favor of the project proponent, who here is also the reviewing agency. This conflict of 7
interest between the duty of full, objective CEQA review and support of the HSR project is clearly
brought out by the denial of a meaningful adequate public review and comment period.

ROBERT M. DOWD

Therisk that rights may be erroneously deprived is high. By the Authority arbitrarily setting
the review period in this circumstance such that it is impossible for the public to respond, a
deprivation is not only possible, but is a certainty where no due process was given in setting the
initial review period. As the Authority knows, EIR/EIS challenges must be made on comments
lodged during the review period. What the Authority has done is present to the public a large
volume of documents such that there is no possibility for all necessary comments to be included in
the record, effectively precluding a proper legal challenge to the EIR/EIS documents following a
finalization of those documents, and denying access to the courts.

Finally, the governmental interest, as under the state due process requirements, is in
concurrence with the private interest. Again, the Legislature has already made this determination
by stating that the public is entitled to meaningful and adequate review, and putting in place an
entire scheme to ensure such review occurs. The government has a significant legitimacy interest
in ensuring that its own statutes are followed, especially when no fiscal or administrative burdens
are involved.

Here, there has been no due process as to the setting of this review petiod. The setting of
this review period for the same length for a local ordinance reflecting plastic bag usage, without an
explanation or an opportunity to be heard and challenge the determination, violates the Fourteenth
Amendment of the United States Constitution, as well as the California Constitution. As has been
said many times, the fundamental requisite of due process of law is the opportunity to be heard, and
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CALIFORNIA HIGH SPEED CALIFORNIA HIGH SPEED
RAIL AUTHORITY RAIL AUTHORITY
September §, 2011 September 8, 2011
Page 12 Page 13
APPENDIX A 25.  Aesthetics and Visual Resources Technical Report 7/11 ....ovcciiiierioneencinnsinnnesinin 218
LIST OF REPORTS 26.  Preliminary Jurisdictional Waters and Wetlands Delineation Report
COMPRISING FRESNO TO BAKERSFIELD Text VOIIME 1 04 1ot st s 128
DRAFT EIR/EIS 27.  Preliminary Jurisdictional Waters and Wetlands Delineation Report
AND SUPPORTING DOCUMENTS Appendices A through G, I and J, Volume 2 of 4 264
28.  Preliminary Jurisdictional Waters and Wetlands Delineation Report
Appendix H Special Aquatic Resources Survey Results Figures, Volume 3 of 4 .......... 528

Below is a list of the documents posted at the HSRA web page for the Fresno to Bakersfield
EIR/EIS (nos.1-3) and related documents (nos. 4-43), with their page counts. The purpose of the
compilation is to show the inequity and lack of due process afforded by the 60 day public review
and comment period. Note that item nos. 4 through 43 are posted at the HSRA web page for the
Fresno to Bakersfield EIR/ELS and are referred to in the EIR/EIS. However, items nos. 4-43 are not
included in the EIR/EIS and are not provided on the EIR/EIS cds given out by the HSRA office in
Hanford. Also, items nos. 4-43 are not available with the hard copy EIR/EIS available for public
review at the HSRA office in Hanford and at the Kings County Library in Hanford.

29.  Potential Jurisdictional Status of Aquatic Features in the Wetland Study Area

Volume 4 0f 4 6/11 .o
30.  Checkpoint A
31.  Checkpoint A Letter 12/22/10
32, Checkpoint B Summary Report 3/11
33, Checkpoint B Appendix D Clean Water Act Section 404 Applicability Criteria,

Union Pacific Railroad Alignment Alternative 3/11 . 138
34, Checkpoint B Appendix E Summary Presentation of Environmental Resources

and Constraints for the BNSF, UPRR and BNSF Avoidance

1. EIR/EIS Volume 1 1,556

2. EIR/EIS Volume II .......... e 804 Alternative Alignments 3/11 .

3. EIR/EIS VOIUME TIL .vvviriereieviie e seesie v ettt sns st ssse s e 940 35. Checkpoint B Appendix E-1a BNSF Alternative Alignment
36.  Checkpoint B Appendix E-1b UPRR Alternative Alignment
37.  Checkpoint B Appendix E-1¢ 3/11 ...ovvcevvnnnee.

4. Transportation Analysis Technical Report Draft 8/11 . 242 38.  Checkpoint B Appendix E-2a Sheets 1-7

5. Figures for Chapters 4 and 5 above . . 199 39. Checkpoint B Appendix E-2b Sheets 1-7 ........

6. Appendix A Traffic Counts Data 537 40, Checkpoint B Appendix E-2¢ Sheets 1-7

7. Appendix B Existing Synchro Output . 423 41.  Checkpoint B Letter 4/21/11

8. Appendices C through E, Future Assumed Improvements et al. ..... .. 833 42.  Checkpoint B Letter 6/2/11 ...ccocorrninicinninicniieninns

9. Appendices F through I, Future Plus Project Synchro Output et al. 929 43.  Capital Cost Estimate Report 7/11

: 168 44, TOTAL PAGES .....cccccouivimmmiinciiiesnsisinsisscaiensiens
713

10.  Air Quality Technical Report Draft 8/11 ...
11. Air Quality Technical Report Appendix A Construction Emissions .. .
12.  Noise and Vibration Technical Report 7/11 ......... 424
13.  Hydrology and Water Quality Technical Report 8/11 158
14, Geology, Soils, and Seismicity Technical Report 7/11 92
15.  Hazardous Wastes and Materials Technical Repot 8/11 .. 188
16.  Appendix A Regulatory Database Scarch Report ...... 4,287

17.  Appendix B PEC Site Summaries w/ Sanborn Map Review .10
18.  Appendix C Historic Topo Maps ..... 168
19.  Appendix C Sanbom Fire Insurance Maps Part 1 of 4 .. .61
20.  Appendix C Sanborn Fire Insurance Maps Part 2 of 4 .. . 61
21.  Appendix C Sanborn Fire Insurance Maps Part 3 of 4 (Pt. 4 beg. P. 62) 107

22.  Appendix D Site Reconnaissance, Field Notes, Photographs and Photo Logs Part I ..... 482
23.  Appendix D Site Reconnaissance, Ficld Notes, Photographs and Photo Logs Part II .... 344
24,  Community Impact Assessment Technical Report 7/11 .o 578
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Submission 335 (Kole Upton, Chowchilla Water District/Preserve Our Heritage, September
14, 2011) - Continued

Response to Comments from Local Agencies

_Chowchilla Water District

Post Office Box 905 ¢ 327 S. Chowchilla Blvd. ¢ Chowchilla, CA 93610
Phone (559) 665-3747 ¢ Fax (559) 665-3740 ¢ Email dwelch@cwdwater.com

Board o&)irecturs
Dan Maddalena ¢ Michael Mandala ¢ Vince Taylor ¢ Kole M. Upton ¢ Mark Wolfshorndl

December 3, 201 0

Frecdom of Information Act Coordinator
Office of Chief Counsel

Federal Railroad Administration

1200 New Jersey Avenue, Stop 10
Washington, D.C. 20590

3

Subject: FOTA Request
« To whom it may concern:

As provided in the Freedom of Information Act (FOIA), the Chowchilla Water District
(the “District”) requests a copy of all documents, communications and correspondence
(including electronic email) transmitted between the Federal Railroad Administration and
the California High Speed Rail Authority addressing or relating to the route alternatives
under consideration for the proposed California High Speed Rail within Madera County
and Merced County, California.

: The District is a water district organized under the California Water District Law,
codified by California Water Code section 34000 ef seq., and serves a pottion of northern
Madera County and southern Merced County consisting of about 85,000 acres. As such,
it is a non-profit governmental entity.

The District requests that the fees be waived for this FOIA request. The District will use
the documents provided under this FOIA request to better inform its Board of Directors
and the general public it serves of the correspondence between the Federal Railroad
Administration and the Catifornia High Speed Rail Authority in regards to the selection
of the various route alternatives evaluated by the California High Speed Rail Authority.

If the request for waiver of fees is denied, the District is prepared to reimburse fees up to
a maximum of $2,000 dollars.

The contact person for this FOIA request is Douglas Welch. His contact information can
. be found in the Jetterhcad above.

Sincerely, A/Q
| 2
uglas Welch

General Manager

CALIFORNIA HIGH-SPEED TRAIN PROJECT EIR/EIS 2.0 ALTERNATIVES
MERCED TO FRESNO SECTION

The two alternatives identified to be carried forward for further study in the Preliminary Alternatives
Ahalysis are the UPRR/SR99 and the BNSF alternatives. Later, during the Supplemental Alternatives
Analysis, the Authority developed a “Hybrid Alternative” to take better advantage of existing
transportation corridors, while reducing impacts on Chowchilla and Downtown Madera. This alternative
also has been carried forward for further analysis.

The UPRR/SR 99 Alternative (A2) was found to optimize travel time and minimize environmental impacts
at the cost of a more elevated profile and potentially more community impacts than the other
alternatives.

T@e BNSF Alternative did not perform as weli as the UPRR/SR 99 Alternative in terms of travel time
performance and resulted in higher impacts on the natural and residential environment. However, the
BNSF Alternative does provide an alternative to the UPRR/SR 99 Alternative that meets the project
purpose and need while also adhering to all the project objectives. This alternative’s more distant location
from several community centers allows the alternative to remain at-grade for most of its distance and to
have a lower level of impact on commercial centers compared to the UPRR/SR 99 Alternative.

< The Hybrid Alternative also follows transportation corridors but avoids most communities between Merced

and Fresno. The Supplemental Alternatives Analysis incorporated this alternative along with the screening
of the proposatls for an HMF within the Merced to Fresno Section in August 2010. The fundamental
réquirements for the HMF are defined by two Authority Technical Memoranda: TM 5.1, Terminal and HMF
Guidelines, and TM 5.3, Facilities Requirements Summary (Authority 2009¢,d). In November 2009, based
on the specific site and facility requirements, the Authority solicited Expressions of Interest (EOIs) from
parties between Merced and Bakersfield that could provide proposals for sites where the HMF could be
located.

The Merced to Fresno Section of the HST system received eight proposals as shown on Figure 2-19. Five
of these sites were carried forward for further analysis in the EIR/EIS, as listed below.

Castle Commerce Center
Harris-DeJager
Fagundes

Gordon-Shaw

Kojima Development

w

Three sites were dismissed from further consideration and were not carried forward into the EIR/EIS. The
Mission proposal from Merced was removed due to engineering feasibility constraints, whereas the
Harris-Kwan and Harris proposals were eliminated because they required upwards of five additional miles
of HST track to access the sites from current HST alternatives under consideration.

&
More detailed information on potential alternatives preliminarily considered, but not carried forward for
full evaluation in the EIR/EIS, can be found in the Preliminary Alternatives Analysis Report, Merced to
Fresno Section High-Speed Train Project EIR/EIS and the Supplemental Alternatives Analysis Report,
Merced to Fresno Section High-Speed Train Project EIR/EIS (Authority and FRA 2010b,c), as weli as the
Checkpoint B Summary Report and attachments (Authority and FRA 2011b), available at
www, cahighspeedrail.ca.qov.

Although the SR 152 connection to the San Jose to Merced Section was originally eliminated from
detailed study, it was subsequently carried forward for evaluation in the San Jose to Merced Section
Pfoject EIR/EIS (Authority and FRA 2011a) based on additional input from regulatory agencies (EPA and
USACE). Deslign refinements to this connection would avoid many of the impacts that led to its original
dismissal from consideration. The Authority developed the SR 152 Wye with connections to all three
north-south alignment alternatives (see Figure 2-20) to a conceptual-level alignment to be consistent with
Caltrans ptanning, the SR 152 Freeway Agreement, and HST engineering criteria. The three wye
configurations are evaluated and compared In the SR 152 Alternatives Analysis (available on the
Authority’s website at www.cahighspeedrail.ca.gov). This Merced to Fresno Section EIR/EIS does not
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Response to Submission 335 (Kole Upton, Chowchilla Water District/Preserve Our Heritage,
September 14, 2011)

335-1
See MF-Response-GENERAL-7,

335-2

FRA provided a response to the Chowchilla Water District's Freedom of Information Act
(FOIA) request, between publication of the Draft EIR/EIS and publication of this Final
EIR/EIS. The West Chowchilla Bypass Option was developed as part of the Alternatives
Analysis and as a result of that process, the Authority and FRA determined it was a
reasonable alternative for further review in the Draft EIR/EIS.

335-3

See MF-Response-GENERAL-2 and the responses to comment #2007.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 456 (David Alexander, City of Chowchilla, October 3, 2011)

456-1

ity or

Chowchillg ...,

130 S. Second Street
Civic Center Plaza
Chowchilla, CA 93610
(559) 665-8615 - (559) 665-7418 fax
www.ci.chowchilla.ca.us

September 29, 2011

California High-Speed Rail Authority
Merced to Fresno Draft EIR/EIS Comments
770 L Street, Suite 800

Sacramento, CA 95814

Dear Board Members:

The City of Chowchilla takes this opportunity to comment on the California High Speed
Train Project Draft EIR/EIS for the Merced to Fresno Section. The City has spent
substantial resources reviewing the alternative routes proposed by the California High
Speed Rail Authority and Federal Railroad Administration for the Merced to Fresno
Section and the San Jose to Central Valley Section. Based on the City's evaluation of
potential environmental impacts, overall performance of the system, and minimizing
impacts to rural communities, the City of Chowchilla supports the A-1 and Avenue 21
alternative.

The California High Speed Rail Authority (Authority) and Federal Railroad
Administration (FRA) completed a Program EIR/EIS evaluating alternative routes in the
Central Valley in 2005 followed by a subsequent Program EIR/EIS in 2008 which
discussed the route between the Bay Area and Central Valley via Pacheco Pass (later
revised in 2010). California voters approved funding for the California High Speed Rail
Project in Proposition 1A in 2008 based on what they thought they knew about the
proposed project.

456-2

Bolstered by its understanding of CHSRA Board Resolution 05-01 (November 2, 2005)
which certified the Program EIR for the High Speed Train System and clearly approved
the alignment of the BNSF (A-1) alignment in Madera County, Chowchilla continued to
support the HSR. Chowchilla relied on the Program EIR/EIS that informed us of support
for the BNSF alignment. “Throughout the corridor the UP alignment passes through
more urban areas and would require more aerial structures, thereby increasing adverse
impacts to communities and construction costs. Both the UP and BNSF have freight
activity; however, the UP serves more local industries adjacent to the corridor that the
HSR alignment would have to avoid. The HSR would typically accomplish this by using
aerial structures to fly over the local freight tracks which would add cost and cause
additional adverse community impacts. The BNSF alignment traverses a more rural
setting, would require fewer aerial structures, and would cause fewer impacts to Central

Valley communities.”

‘A great advantage of the BNSF alignment is that much of the HSR system could be
constructed at-grade such that the freight track would be grade separated along with the
adjacent HSR tracks. This would benefit freight services and communities by reducing
noise (due to the elimination of horn and gate noise from existing services), providing
improved safety, freeing automobile traffic, and improving air quality through reduced
congestion.” (2005 Program EIR Ch. 6a pg. 6A-10)

Incongruent Environmental Process and Unstable Project Description

Chowchilla became growingly skeptical of the CHSRA's environmental process when in
2008 the subsequent Program EIR for the Bay Area to Central Valley clarified the routes
from San Jose to Merced, but left open the exact route through Chowchilla and which
north-south alternative the CHSRA Board would select. The courts mandated the
subsequent Program EIR for the San Jose-Merced Section because of the UP issue
south of San Jose and not any confusion in the San Joaquin Valley. Besides separating
the analysis between the two routes that are dependent on one another, this
environmental analysis approach has led to the inevitable confusion and inconsistencies
faced today in documents that are intended to present information upon which the
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Merced to Fresno Section

Response to Comments from Local Agencies

Submission 456 (David Alexander, City of Chowchilla, October 3, 2011) - Continued

456-2

CHSRA Board will make a decision. Chowchilla is unique among communities affected
by the HSR and in the unenviable position of being the only location in the state where
two routes meet. Chowchilla finds little clarity and consistency in the environmental

process that is required to meet Federal and State laws. This is a major inadequacy in
the EIR/EIS.

It is with great concern that Chowchilla is unable to track the fractured decision-making
with regard to movement away from the “preferred route” in the Program EIR to the
Project EIR for the Me.rced to Fresno Route. The CHSRA Board, by resolution, certified
the Program EIR/EIS declared the “preferred route” to be the BNSF alignment; but in
the Draft Projéct EIR/EIS Ch. 6 where it states “In 2008, EPA and USAGE concurred
that the preferred network alternative was most likely to contain the LEDPA. In the
Central Valley, the Authority selected the UPRR/SR 99 corridor as part of the preferred
network alternative, but recommended continued study of the BNSF corridor."(page 6-

2). How, when, and where did the CHSRA make that decision and how did the

—=en, and where did the CHSRA make that decision and how did the
Authority notify the public that such a decision was being considered? There is a major
inconsistency between the Program EIR/EIS Subsequent Program EIR/EIS, and the

Project Level EIR/EIS.

Chowchilla has participated in the Technical Working Groups, Public Workshop
meetings, local discussions, and has testified before the CHSRA Board. The City of
Chowchilla has spent tens of thousands of dollars attending meetings and providing
information to HSR consultants from 2008 continuing into 2011. To what end? Only to
ﬂﬁd out in the Project EIR/EIS that the HSRA made a decision in 2008 that UPRR (A-2

alternative) was the preferred alternative.

It now makes sense that the Revised Program EIR/EIS for the San Jose to Merced
section (that the Board certified) shows on its maps and in its text that the UPRR (A-2
alternative) is the point of connection for their section. The HRSA Board must have

made a decision during the preparation of the Revised Program EIR/EIS.

Chowchilla’s cohcerns were consistently raised at meetings with HSR consultants (from
2008 to the present) and clearly showed up as Issues Raised During the Scoping

456-2

Process but not carried forward in the analysis contained in the Draft EIR/EIS for the
Merced to Fresno Section. There is no tracking or mention to the reader how they can
find where the issues raised were evaluated or how those issues were analyzed.
—————————-o5uks 1dised were evaluated or how those issues were analyzed.

Section 15123 of the CEQA Guidelines states: “(a) An EIR shall contain a brief
summary of the proposed actions and its consequences. The language of the summary
should be as clear and simple as reasonably practical. (b) The summary shall
identify...(2) Areas of controversy known to the Lead Agency including issues raised by

agencies and the public...”

The comments contained herein provide evidence that the required data and the
quantitative and/or qualitative analysis used in the Draft EIR did not address these
concerns in a comprehensive and complete manner and to the level of clarity that is
required by the CEQA Guidelines. There appears to be a lack of reasoned good faith
analysis as to the project-specific and cumulative impacts and lack of reasonable
mitigation measures in the Draft EIR in compliance with the CEQA Guidelines. This is a

major inadequacy in the EIR/EIS.

Such inconsistencies, disconnects, and piecemealing are exactly the reason why the
courts have criticized EIRs and State Legislature included in the CEQA regulations
found in Public Resources Code § 21085, “a project is defined as the whole of an
action, which has a potential for resulting in either a direct physical change in the
environment or a reasonably foreseeable indirect physical change in the

environment...". CEQA defines ‘piecemealing” as environmental review of a project in

stéges where a public agency has not taken the whole of an action into consideration.

The Merced to Fresno section EIR/EIS cannot permissibly allow the San Jose to
Merced section EIR/EIS to continue to analyze and provide for mitigation at a later
stage in the decision-making process as intended by Merced to Fresno section EIR/EIS.

The decision-making process is further confused in this EIR/EIS by the stated intent of
the CHRSA Board on page 6-1 “The Authority and FRA will consider both the Merced to
Fresno HSR Final EIR/EIS and the Fresno to Bakersfield Final EIR/EIS and select a

preferred HMF alternative.” This statement does not include the San Jose to Merced
—= slalement does not include the San Jose to Merced
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Submission 456 (David Alexander, City of Chowchilla, October 3, 2011) - Continued

456-2

456-3

section EIR/EIS to which additional information to support a decision is theoretically

contained in the piecemealing effort.

The CHRSA made the choice to prepare a Program level EIR/EIS first and then a
Project level EIR/EIS. A subsequent project-level document significantly heightens
expectations for the level of detailed analysis related to the proposed project.
Chowchilla can only evaluate the project-level documents given the level of
expectations it has enforced on projects it has considered as well as what we have seen
as the level of effort from other communities in the Valley. “An EIR on a construction
project will necessarily be more detailed in the specific effects of the project than will be
an EIR on the adoption of a local general plan or comprehensive zoning ordinance
because the effects of the construction can be predicted with greater accuracy.”
(Section 15144 CEQA Guidelines).

Inconsistent Levels of Analysis and Misleading Information

The CHSRA is considering the single most significant project in California’s history. The
environmental review process should reflect its importance particularly for all of those
that will be affected by its design. Further, CEQA advises EIR preparers when
evaluating impacts that “The determination of whether a project may have a significant
effect on the environment calls for careful judgment on the part of the public agency
involved, based to the extent possible on scientific and factual data. An ironclad
definition of significant effect is not always possible because the significance of an
activity may vary with the setting. For example, an activity which may not be significant
in an urban area may be significant in a rural area."(Section 15064 CEQA Guidelines).

The reader immediately notices the extensive analysis provided to the urban setting of
Fresno and Merced and impacts of the stations befitting a “project-level” EIR. At the
same time, there is scarcity of information and analysis in the rural area of the
alternative alignments only rising marginally to the level of a “program-level” EIR. The
rural area of the Merced to Fresno section constitutes 60% of the total mileage in this
section. Certainly the mandatory Federal requirements of biology and Environmental

Justice stand out as exceptions in the analysis, but the scant analysis of the remaining

456-3

sections leads to an inappropriate conclusion of “no significant impact”. This is a major

inadequacy in the EIR/EIS.

Chowchilla is conflicted and concerned expecting that the HSR will in fact be built.
Chowchilla is becoming convinced that our struggling rural community will be sacrificed
with the A-2 alternative alignment at a cost of more than $2 billion to save 30 seconds of
travel time between L.A. and San Francisco as compared to the A-1 alternative that
costs less and has fewer impacts on communities. Comparatively, that amount of
additional cost would allow the City of Chowchilla to operate for 125 years at its present
program levels. In the meantime, the legitimate short and long-term impacts we
perceive from the A-2 East Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye
alignments appear to be ignored and go unmitigated because of a flawed level of
analysis leading to erroneous claims in the EIR/EIS of “no significant impact”.

Interestingly, CEQA Guideline Section 15126.4 (a)(3) tells us that “Mitigation measures
are not required for effects which are not found to be significant.” Perhaps that is the
motive for a less than adequate analysis in the EIR/EIS of potential impacts to
Chowchilla. Certainly that would take additional time to quantify and require reasonable
communication to address adequate mitigation to those impacts to Chowchilla.

Support for the A-2 -- Avenue 24 Wye route that some local governments expressed in
the past (not Chowchilla) may be reversed when they recognize that impacts
documented by rural communities will go unmitigated because the EIR claims “no
significant impact” on areas of legitimate concern and close to the rural heart. Given the
current information in the EIR/EIS, Chowchilla is among those rural areas that have little
to gain and a lot to lose from the A-2 East Chowchilla and Avenue 24 and the Hybrid

Avenue 21 Wye alignments.

Furthermore, the A-2, Avenue 21; the A-2, Avenue 24, or the hybrid have no relevance
to a commitment of the CHSRA or the state to the voters who approved Proposition 1A
in 2008. Only the A-1, Avenue 21 is a cost-effective method of achieving a requirement
contained in Propositon 1A “The HST System would meet the requirements of
Proposition 1A, including the requirement for a maximum nonstop service travel time
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Submission 456 (David Alexander, City of Chowchilla, October 3, 2011) - Continued

456-3

between San Francisco and Los Angeles of 2 hours and 40 minutes.” (pg. 2-2)
Consideration of the A-2 alternatives at a cost of over $2 billion more is not a legitimate

alternative that meets the objectives of the High Speed Rail System.”. This is a major
inadequacy in the EIR/EIS.

Chowchilla suggests that the impact evaluation criteria as used in the Draft EIR/EIS for
several topics examined is not complete and is not substantiated and does not provide

appropriate impact evaluation criteria.

The Draft EIR/EIS does not comply with the CEQA because the EIR/EIS does not
address the level of detail in the rural area nor_recognize the difference between
= ——————=- [ e ural area nor recognize the difference between
impacts to _Chowchilla, a rural community, compared to urban areas (Merced and

Fresno). Chowchilla is of the opinion that the project level EIR/EIS is not a complete

and accurate document addressing all of the impacts on the City and does not provide
the quantitative and/or qualitative analysis substantiated by data to support the
conclusions set forth in the Draft EIR/EIS. It further does not comply with the applicable
provisions of the CEQA Guidelines in terms of the content that is required by state law.

The Draft EIR/EIS superficially focuses its attention on the physical use of resources
such as rock, aggregate, steel, and fossil fuels, and only addresses land use changes
as an afterthought. The EIR/EIS analysis of land use conversion concerns itself with
stations, ancillary facilities, and the HMF while ignoring the irreversible impacts on rural
land use particularly in Chowchilla. The EIR/EIS points the reader to Chapter 3 of the
EIR/EIS where such impacts are supposedly discussed. However, this direction does
not inform the reader where they may find such specific analysis. The readers must
search more than 800 pages in Chapter 3 and then try to cobble together such an
analysis for themselves.

EIR is Deficient in Analysis of Impacts

The analysis of irreversible environmental change concludes that residents and
businesses would benefit from the HSR and that would outweigh the irreversible
commitment of resources. The EIR/EIS bases this conclusion on faulty information,

456-4

inadequate analysis, and disregard for Section 15064 CEQA Guidelines. The EIR/EIS
woefully abandons the significance of the impact to rural areas and is in favor of urban
areas that stand to gain the most from the HSR project. The discussion of irreversible
environmental changes is just as significant as any other impact analysis contained in a
Draft EIR/EIS. As such, EIR/EIS analysis of such changes should be at the same level

of analysis as other impacts.

There is no realistic analysis between alternatives in terms of the use of natural
resources. For exam‘ple, only the air quality technical study provided some level of
comparative information. The reader had to aggregate that information in order to arrive
at a comparaﬁve analysis. Unsurprisingly, the A-2 alternative required substantially
more concrete and steel than the A-1 route. So much more concrete and steel is
needed for the A-1 alternative that 120 miles of 4-lane 10 inch thick concrete travelway
could be built with the difference in cost between A-2 and the more affordable A-1
Alternative. (pgs. 6-25 and 26 Air Quality Technical Report) Another elemental
component to natural resources is the dwindling supply and use of aggregates to create
that much more concrete. Approximately 944,955 more cubic yards is needed to
produce the A-2 alternative than the A-1 route. Using a nominal ratio of 1.5 tons of
aggregate per cubic yard of concrete, it will take approximately 1.4 million more tons of
aggregate to construct A-1 than A-2. With only two new hard rock quarries planned for
Madera County (pg. 3.19-5 Cumulative Impacts) it would take the entire production
estimate of one of those quarries plus 25% of the other just to meet the difference. In
response to environmental concerns, those hard rock quarries are meant to replace
quarries that have historically been located in the San Joaquin River and be a long-term
supply for all development in Madera County, not just the HSR. In addition,
construction of the A-2 alignment will generate approximately 127,482 cubic yards more
of excess material than the A-1 route. (pgs. 6-25 and 26 Air Quality Technical Report)
That is a cube of material 100 feet wide and long over 38 feet high. The Draft EIR/EIS
does not discuss the location for the disposed spoil and/or use of this material including
the potential environmental impacts of that action. State agencies and others would
roundly criticize Chowchilla and other local agencies if we failed in that responsibility in
a project EIR for a major project. That level of analysis does not meet the standard of a
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456-5

project level EIR. Conclusions stated in irreversible environmental change of the Draft
EIR need to be supported by data and quantitative and/or qualitative analysis, either in
this section of the Draft EIR or in the other sections of the Draft EIR that can be found
by the reader. However, there is no data in the EIR/EIS beyond supposition, or any
meaningful quantitative and/or qualitative analysis for the rural communities that
identifies the magnitude of the irreversible changes or provides any clarity as to the
consequences of such changes. The lack of such information prevents the decision-

makers and the public from making an informed and reasoned decision. The Draft EIR

does not comply with the CEQA Guidelines and this needs to be corrected.

The Noise and Vibration section of the EIR/EIS is confusin and presents incomplete
- —————=—==onotihe EIR/EIS is confusing and presents incomplete

information. For example, there is no detail in the EIR/EIS that quantifies the total

exposure of noise to sensitive receptors. While the Ly, for residential is provided, it
lacks meaning and clarity given the extent of the proposed HST operations. There is no
analysis of the period of time that the increasing, peak, and decreasing noise from the
train will be experienced during the daily operations in Chowchilla. Because Chowchilla
will be at the apex of all train movements (north-south and east-west), Chowchilla is the
subject of most noise impacts. According to the EIR/EIS, around 300 trains will pass
through Chowchilla (the number of trains per day fluctuate between the noise and the
air quality sections) in a given 14-hour operational period. The EIR/EIS indicates there
will be peak hours during the morning and evening. Nevertheless, over a 14-hour
operational period, an average of 21 trains per hour will impact Chowchilla. Despite the
simplification in the EIR/EIS of fixing an Lay number to a location, there is more to the
analysis. According to Figure 4-1, noise increases with distance until the train arrives at
a specific location. One has to assume that the peak noise lasts while the train passes
then diminishes at the same ratio. The EIR/EIS does not explain what this period is and
how that may impact the sensitive receptor. At 220 miles per hour, to travel the
distance between a nominal ambient noise level of 60 dBA, it will take about 700 feet.
At 220 miles per hour, that is 2.2 seconds. For a train 660 feet long it will take 2
seconds to pass that same spot at peak noise levels and another 2.2 seconds passing
to return to ambient noise levels. In other words, about 6.4 seconds of noise for each
train passing. The longer trains (1,320 feet) will take about 8.1 seconds per train. With
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21 trains per hour that is one train every 2.8 minutes for 6.4 seconds. That frequency of
continual noise could quickly rise to the level of “annoying” as the criteria of FRA

suggests.

While the EIR/EIS defines locations where noise mitigation is cost effective, it takes
some digging to find out what “cost effective” means. Apparently, it becomes not cost
effective if the mitigation costs more than $45,000 per dwelling. The fact that a price
has been put on sensitive receptors physical and mental health should be much clearer
in the text of the main document of the EIR/EIS.

The least number of noise impacts and least amount of sound wall length are on the A-
2, Avenue 21 alternative alignment (pgs. 3.4-37 to 39 and 3.4-51).

A review of the Draft EIR/EIS Traffic Impact Analysis indicates that the Traffic Impact
Analysis is very superficial and it does not accurately evaluate the impact of rerouting
traffic caused by A-2 East Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye
alignments nor the costs necessary to mitigate those impacts to the City.

One of the most significant project-specific and cumulative impacts of the proposed A-2
East Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye alignments on
Chowchilla is from traffic and circulation. The Traffic Impact Analysis provides a great
deal of discussion of traffic issues in Merced and Fresno including mitigation measures.
However, Chowchilla is concerned that the traffic analysis is incomplete, inaccurate,
and not in compliance with the CEQA Guidelines for the rural areas, specifically the City
of Chowchilla. Chowchilla’s existing circulation system is unique. Chowchilla is divided
by SR 99 (at grade) and within 1,000 feet, the UPRR alignment at grade. The City has
spent more than $700,000 in the design and planning of a new SR 99/233 interchange.
Caltrans has approved the PSR at an estimated cost of $60 million. The HST elevated
structure will cross this six-lane facility. How this planned and approved interchange will
coexist with the HST structure is completely unknown and was not discussed in the
EIR/EIS. No series of linear overcrossings of the freeway and railroad are possible
because of limited distance. Under crossings are not possible because of the proximity
to Ash Slough and high water tables during the irrigation season. Only an extended
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overcrossing over both the freeway and railroad could solve the issue. Unfortunately
that is not possible except in a narrow alignment along Robertson Blvd. because to the
south of Robertson Blvd. is the Chowchilla Airport which would have to be relocated to
gain cross-city access. To the north of Ash Slough, Chowchilla included in its General
Plan Circulation Element as series of crossings and ties to the City bridging Ash Slough.
Placing an elevated HSR along the A-2 East Chowchilla and Avenue 24 and the Hybrid
Avenue 21 Wye alignments would require the bridges to cross not only the freeway and
railroad but also the elevated structure of the HSR A-2 East Chowchilla and Avenue 24
and the Hybrid Avenue 21 Wye alignments. This alignment would also require the City
to add a new -bridge to the General Plan Circulation Element from Fig Tree Road to
Chowchilla Blvd. in the case that the only remaining freeway crossing at Robertson
Blvd. becomes blocked. The City estimates the cost of the Fig Tree Overcrossing at
$37 million, given the additional height of the structure. Otherwise, adequate emergency
services response would be prevented from reaching either side of the freeway and
school transport would be interrupted. That would require extraordinarily high bridges,
special engineering and a cost that would not be affordable. In the future, Chowchilla
will need to reconstruct the Minturn interchange also to add cross-city circulation. That
facility as well would have to provide extraordinarily high bridges to clear the A-2 East
Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye alignments. These HSR
alternatives will saddle Chowchilla  with unaffordable circulation infrastructure
improvements. Chowchilla’s alternative to those capital investments would be either no
growth or creating two separate distinct communities tied together with a single
congested main arterial. None of those alternatives are attractive to Chowchilla, nor are
extraordinarily high bridges.

It appears in the rush to conclude there are no significant impacts to traffic and
circulation, the EIR/EIS did not address these impacts in the cumulative impacts
because the traffic study did not consider the work that Chowchilla has done on its
General Plan traffic study. All of Chowchilla’s work was available in 2009 for HSR
consultant use, but we received no such request. Chowchilla's traffic analysis used the
Madera County traffic model as a base and enhanced that model with additional Traffic

Area Zones and new potential connections across SR 99. More importantly, the
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analysis forecasted increased traffic loads on roads in the vicinity of Chowchilla and
most importantly the impact of growth on SR 233/Robertson Bivd. Because of the A-2
East Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye alignments, the
economically important employee and business access to Chowchilla’s Industrial Park
located between SR 99, SR 152, Avenue 24, and Road 16 will be lost or highly
constrained. Yet this impact did not even rise to the level of a simple comment in the
EIR/EIS. As access from the east side of the Chowchilla becomes problematic, the City
will_have to consider light and heavy industrial land uses to maintain a reasonable
~employee commute between work and home. A-2 East Chowchilla and Avenue 24 and
the Hybrid Avenue 21 Wye alignments will affect the entire adopted land use concept

for Chowchilla. This is a major inadequacy in the EIR/EIS.

Other elements of Chowchilla’s circulation system potentially affected from the A-2 East
Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye alignments are the efforts of
the City to solve existing and future problems of traffic between SR 152 and SR 99.
'Robertson Boulevard (SR 233), Chowchilla's main arterial street, carries traffic between
SR 152 and northbound SR 99 (there is no northbound connection at SR 152/SR 99
junction. While the Technical Appendices for Traffic includes a future project of a new
interchange at SR 152 and SR 99, it is not clear that a northbound link is included. In
fact, Caltrans has told Chowchilla that is not going to happen for many, many years
(certainly beyond the initiation of the HSR system). Therefore, SR 233 through
Chowchilla is going to increase in traffic (projected in the Chowchilla General Plan to be
F+++) to a point of gridlock as demonstrated in the City’s General Plan Circulation
« Element traffic model that the Draft EIR/EIS did not use. Chowchilla struggled in its
General plan to develop alternatives to bypass downtown Chowchilla and create an
interim northbound link between SR 152 and SR 99 using a connection between
Robertson Blvd and Avenue 24 east to the Avenue 24/SR 99 interchange. The HSR
Avenue 24 alignment will destroy any possibility of that road alignment. Additionally,
other connection points were possible along Road 14 or Road 13 to either the Minturn
interchange or the Plainsburg interchange. The A-2 and Avenue 24 HSR alignment has

also severely compromised those road alternatives.
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Similarly, the north-south arterial system on the west side of Chowchilla included in the
General Plan Circulation Element to parallel Robertson Blvd. to minimize downtown
traffic must be redesigned and land use plans must be altered to conform with the HSR
route along Avenue 24. Combining those difficulties with the lack of access from the
east side of Chowchilla, the result is abundantly clear that the A-2 and Avenue 24

alignment will cause two separate cities to be created. To suggest that there is “no
significant impact” is absurd. This is a major inadequacy in the EIR/EIS,

Chowchilla finds furthér fault in the modeling or lack of traffic modeling contained in the
Draft EIR/EIS. Supporting the traffic analysis are a few rural traffic counts conducted in
November 2069. If there had been sensitivity to the environment when the HSR
alignments were being planned and analyzed, it should have occurred to the EIR
consultants that winter season is the lowest traffic generation period in a primarily
agricultural area. Traffic counts beginning in early September would be appropriate to
determine a reasonable traffic setting. Most employees and truck trips are generated
during the harvest season. Based on more realistic traffic information, it will not be as
easy to dismiss the rural impacts to road closures in the productive agricultural area
seeking transit from home to work and farm to market. Chowchilla doubts the EIR/EIS
conclusion that the potential significance of these impacts could be easily mitigated by

providing access to dwellings that would be affected by road closures or overcrossings

along Avenue 24. This is a major inadequacy in the EIR/EIS,

It is unclear by the content of the Traffic Analysis as to what specific methodology
EIWEIS used to determine the impacts. It is not clear that the thresholds used in the
Traffic Impact Analysis are based on the Madera County Roadway Transportation Plan.
However, the Traffic Impact Analysis is so incomplete that it is unclear as to which
model if any, the consultants used to arrive at the EIR/EIS conclusion of “no impact”.

This is-a major inadequacy in the EIR/EIS.

The CEQA Guidelines states in Section 15131 Economic and Social Effects that
economic or social information may be included in an EIR or may be presented in

whatever form the agency desires.
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In subsection (b) of 15131, the guidelines direct that economic or social effects of a
project may be used to determine the significance of physical changes caused by the
project. For example, if the construction of a new freeway or rail line divides an existing
community, the construction would be the physical change but the social effect on the
community would be the basis for determining that the effect would be significant.
Keeping in mind CEQA Section 15064 that impacts may be greater in a rural area than
an urban area, the EIR/EIS must provide a more detailed level of analysis where
disruption to communities has the potential to diminish their ability to sustain

themselves.

Beyond dividir{g an existing community, an economic impact could be the disruption of
Chowchilla’s adopted General Plan that includes substantial mitigation policies for
impacts on the existing community from planned growth. For example, Chowchilla’s
circulation system is already constrained by a major freeway and railroad. The HSR A-
2 East Chowchilla adds additional dividing influences. While the General Plan
Circulation Element considered existing conditions of the freeway and railroad and the
approved Preliminary Engineering Study for the SR 99/SR 152 interchange, the HSR
did not. Insertion of the HSR into the proposed location of A-2 East Chowchilla and
Avenue 24 and the Hybrid Avenue 21 Wye alignments will have significant impacts on
the planned system to the extent that it makes the Chowchilla’s Planned Circulation
system impossible to build. Without adequate circulation bridging the existing freeway
and railroad, the HSR would force Chowchilla to grow to the east destroying any
potential to avoid a split community in the future. The EIR/EIS Section 3.13, pg. 3.13-18
discusses the Environmental Consequences of the UPRR/SR 99 Alternative stating
“The amount of land that would be acquired would constitute a small portion of the total
commercial and industrial land in Fairmead or these cities and would not result in any
material changes in local or regional land uses or development patterns.” This is

misleading and a major inadequacy in the EIR/EIS.

Furthermore, the Avenue 24 Wye alternative without the A-2 alignment creates a
physical barrier to integrated growth west of the existing City. Chowchilla based its
General Plan Land Use Element on a “balanced community” concept minimizing the
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impact of SR 99 and UPRR dividing the community. Creating a physical boundary with
the Avenue 24 Wye forces the City to grow easterly to meet its forecasted population
demands reinforcing a “two city” pattern. It is with great apprehension and displeasure
we read on pg. 3.13-16, “Construction would affect residential land uses in
unincorporated Merced and Madera counties and in the cities of Madera and Fresno.” It
seems that impacts to Chowchilla do not make it to the “radar screen” and are worth
mentioning. Later on pg. 3.13-18, the EIR tells us that “The West Chowchilla design
option would not affect land uses in Chowchilla.” It is clear that the EIR/EIS preparer
had in their possession Chowchilla's General Plan and should know that the Avenue 24
Wye will have.an impact on land uses in Chowchilla and impact Chowchilla's future.
Just after beginning on page 3.13-19 EIR/EIS engages in its recidivism moving away
from the Program Level analysis of rural communities to a Project Level analysis of

Merced and Fresno. At the Project level of analysis, the future land uses and

advantages are clearly discussed. The EIR/EIS is inconsistent, unbalanced, and
misleading which is a major flaw.

The proposed HSR A-2 East Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye
alignments have serious short and long-term financial and economic consequences on
Chowechilla that are superficially addressed with faulty information and lack of adequate
analysis. Each of these alternatives also has serious short and long-term financial and
economic consequences on the infrastructure. Chowchilla believes that many of the
mitigation measures only mitigate the impacts on the proposed HSR system'’s
construction costs to a level of insignificance, not the impacts to Chowchilla caused by
the A-2 East Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye alignments.

The EIR/EIS does not fully analyze nor consider in a community context the proposed
routes not adjacent to existing railway corridors such as the Avenue 24 Wye in
Chowehilla. We are amazed at the disconnection and lack of understanding of the rural
community in the analysis in a single paragraph on page 3.12-39 where it states “The
introduction of the new HST corridor that is not adjacent to the existing railway corridors
may result in additional areas where physical deterioration could occur and negatively
affect property values.” Further, “Additionally, there is no evidence to indicate the
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potential for physical deterioration, but consideration may be required in the rural
communities where the HST corridor may affect the community character. The impact
would be moderate under NEPA and less than significant under CEQA because it would
not be a new impact on most of these communities and neighborhoods.” There is no
consideration given to the community’s state goals and expectations contained in their

General Plan.

In the following paragraph, the EIR/EIS again oozes its Project Level mantra telling the
reader “In general, the areas around the HST stations in Merced and Fresno (both the
Mariposa Street and Kern Street alternatives) would benefit from increased regional
transit accessA and from potential development within station areas in a manner
consistent with the General Plans’ goals. Neighborhoods (particularly those near HST
station areas) may experience increased vitality in terms of improved access, residential
infill, increased employment, and greater patronage of local businesses. Residents in
the areas surrounding the stations would also realize benefits associated with increased
property values.” Chowchilla must assume that General Plans in urban areas carry
more weight and meaning to the overall good of the state than in rural areas.

Disturbingly, on page S-16 in the discussion of Adverse Effects Common to all HSR
Alternatives — Socioeconomics, Communities, and Environmental Justice- the analysis
does not mention the impact on Chowchilla but does mention the loss of a homeless
shelter in Merced. An EIR/EIS analysis is unbalanced where the loss of a homeless

shelter takes precedence over an entire community.

The imbalance in the analysis is only corrected when the land area of the rural and
urban communities need to be aggregated to make the impact appear inconsequential.
“The UPRR/SR 99 Alternative would affect communities of concern in Chowchilla,
Fairmead, and Madera. No adverse impacts on communities of concern would be
expected in Chowchilla because the East Chowchilla design option would follow SR 99
along the eastern edge of the city, through industrial and commercial land uses...." (Pg.
3.12-57). Later in the Section in Station Planning, Land Use, and Development —
Permanent Conversion of Existing Land Uses to Transportation Use, the Draft EIR/EIS
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reinforces these assumptions by telling Chowchilla “The north-south alignment would
primarily convert commercial and industrial land uses in the community of Fairmead and
the cities of Merced, Chowchilla, Madera, and Fresno to a transportation use. The
amount of land that would be acquired would constitute a small portion of the total
commercial and industrial land in Fairmead or these cities, and would not result in any

material changes in local or regional land uses or development patterns.” (Pg. 3.13-19)

The EIR/EIS is inconsistent, unbalanced, and misleading which is a major flaw.
————===LlBIbIeNl, unbalanced, and misleading which is a major flaw.

The EIR/EIS does not édequately address air quality particularly the effects of wind from
the 200 mphi train in the context of the San Joaquin Valley. The EIR/EIS mentions the
potential impaét of re-suspending solids in a short paragraph on page 3.3-49, but does
not include sufficient meaningful information as to the physical attributes of such re-
suspension nor analyzes the potential for health consequences, particularly greater
potential for Valley Fever for residents along the HSR route. For example, it is not
meaningful to inform the reader “Assuming a friction velocity of 0.19 meter/second (m/s)
to re-suspend soils in the project region, an HST passing at 220 mph could re-suspend
soil particles out to approximately 10 feet from the train." It's not until the reader
undertakes their own research to figure out what that means, do they find out that a
high-speed train at only 160 mph produces a 40 mph wind at 25 feet from the center
line of the frack (U.S. Department of Transportation “Assessment of potential
Aerodynamic Effects on Personnel and Equipment in Proximity to High-Speed Train
Operations (December 1999). A 40 mph wind is equivalent to gale force winds where
whole trees will be in motion. The ratio of speed to wind appears to be relatively
constant and extrapolation of those measurements has the potential to create near
hurricane force winds (70 mph) with trains traveling at 220 mph.  Such forces will
certainly cause particles to fly. While the wind dissipates over distance, the interference
of sound walls of 14 ft. will change the direction of the wind created which carries dust
pollutants. A Gaussian air pollutant dispersion model must be applied to fully
understand the interrelationship and spread of the pollutant constituents. Research on
“dust devils” also informs us that dust wind speeds of 25 mph can create a dust devil.
Winds of 70 mph will certainly cause dust devils that will spread pollutants even higher
into the atmosphere and over a greater distance. Research on the effects of dust devils
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indicates that the frequency of Valley Fever is among the bi-products of such wind-
driven phenomena. There is no analysis of this potential given the miles of sound walls
adjacent to residences along the HSR route alternatives. It is inconsistent that the San
Joaquin Valley Air Pollution District would require counties and cities to pave road
shoulders and not be concerned with the contribution of the HSR to particulate matter.
On much less significant projects, the SIVAPCD has required Health Risk Assessments
to be included in an EIR. It is also inconceivable that as the EIR/EIS states without
quantitative analysis, “These emissions would be the same for the 2035 No Project
Alternative compared to the HST alternatives and the 2009 existing condition compared
to the 2009 existing condition plus project scenario. (pg. 3.3-49). This is a major

inadequacy in the EIR/EIS.

Financial Impacts to Chowchilla based on Misleading Information

Any positive benefits from the HSR for Chowchilla are “assumed” by a flawed financial
analysis not anchored in the economic reality of the Central Valley. It is a half-hearted
effort to show some financial benefit where in many cases the potential does not exist.
The assumptions are invalid that Chowchilla will share in sales tax revenue from
purchases of the HSR and construction activities when the City does not have the types
of stores where contractors will acquire such supplies. The fiscal impact to Chowchilla

is not off-set by any kind of construction or operational financial resources flowing from
the HSR. This is a major inadequacy in the EIR/EIS.

Much of the community benefit financial analysis offered in the Draft EIR/EIS is rooted
in ‘The Economic Impact of the California High Speed Rail in the Sacramento/Central
Valley Area (Kantor 2008)". Kantor's report was published in September 2008, just prior
to the November election where voters approved Measure 1A. Chowchilla questions
the usefulness of the document, not as a public relations tool to win votes, but as a
source of data for the EIR/EIS. This document contains assumptions and suppositions
based on non-comparable locations (Paris, France), factoring of gross numbers to apply
to specific regions (that were probably not originally intended), and optimistic
projections. The EIR/EIS takes similarly non-comparable projects and locations found

18

@

CALIFORNIA

High-Speed Rail Authority

U.S. Department
‘ of Transportation
Federal Railroad

Administration

Page 19-50



California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 456 (David Alexander, City of Chowchilla, October 3, 2011) - Continued

456-11

in ‘Impacts of Rail Transit on Property Values (Diaz 1999) and Reconnecting America’
(Federal Transit Administration 2008) like San Diego, San Jose, and Toronto, Canada
to compare property value increases around stations. The Draft EIR/EIS takes these
misleading calculations and erroneously applies them to sub-regional locations such as
Chowchilla to forecast sales tax increases, property tax increases and employment
generation. For example, there is no analysis of the jobs lost or the tax income loss to
the City in the commercial area of Chowchilla where the proposed A-2 route will remove
thriving businesses near the SR 99/233 interchange. Another example shows
Chowchilla could lose more than $256,000 in sales tax, $133,500 in transient
occupancy tax; and another $255,600 in property tax from the loss of just a few of the
newer businesses in the path of the A-2 alignment. An income loss approaching a total
of $645,100 per year is no small matter to a rural City and certainly worthy of more than
a “no significant impact” finding. The lack of analysis does not factually quantify
whether there is a possibility of relocating such businesses to another location in the
City with comparable access, visibility, and reasonable opportunity to maintain an
ongoing business. The EIR simply assumes that the businesses could be relocated to
the east side of SR 99 and does not consider access issues and substantial land use
limitations created by property ownership patterns. The existing setting in Chowchilla is
much different from any of the compared locations from which the Draft EIR/EIS defines

potential impacts and subsequently delivers its off-base conclusion of “no significant

impact”. This is a major inadequacy in the EIR/EIS.

Fiscal Impact Inadequate and Misleading-Additional Study Needed

Without this level of viability, the impacts are not mitigated and there will be a physical
“‘cause and effect” on the environment and the services and facilities offered by

Chowchilla and other service providers.

The CEQA Guidelines require that the Draft EIR trace a chain of cause and effect from
a proposed decision on a proposed HSR through anticipated economic or social
changes resulting from the proposed HSR alternative routes to physical changes

caused in turn by the economic or social changes. The intermediate economic or social
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changes need not be analyzed in any greater detail than necessary to trace the chain of
cause and effect. The focus of the analysis shall be on the physical changes. The Draft
EIR/EIS compares alternatives based on faulty premises (such as a study in Denver,
Colorado regarding density {see pg. 2-28 of Draft EIR/EIS}). One might as well
compare Chowchilla to beachfront property in San Diego. There is no commonality.

This is a major inadequacy in the EIR/EIS.

In order to trace this chain of cause and effect, Chowchilla believes that the Draft
EIR/EIS should contain a fiscal and economic discussion of the proposed HSR route
alternatives in Chowchilla. A reasonable and fair Fiscal Impact Analysis that takes into
consideration the inability of Chowchilla to grow as it intended, the loss of existing jobs
and tax revenue from the businesses removed from the right-of-way in Chowchilla, and
the lack of resources to bridge the HSR system, must support this discussion. Analyze
the separation of an existing city’s circulation system and the fiscal burden on the
residents by ultimately creating two cities where there should be one city. The EIR/EIS
failure to recognize HSR impact from its proposed system on Chowchilla’s land use and

economy is a major inadequacy in the EIR/EIS.

An appropriate analysis for the rural community of Chowchilla would include:
Short-term

1. Ensure that all businesses that are within the taking area of the HSR right-of-way

are correctly identified and shown on maps.

2. Determine the existing contribution of municipal revenues from businesses within
the take area of the HSR right-of-way as compared to the overall municipal

revenues from similar commercial uses.

3. Determine the number of employees that would be displaced by the taking of
businesses for the HSR right-of-way and include those businesses already
closed because of pending HSR right-of-way acquisition.
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4. Determine from visual analysis the impact of the HSR facility on blocking
highway visibility to an active highway commercial service center. The visual
analysis should consider vehicles traveling on SR 99 at speed attempting to see
through a concrete picket fence.

5. Determine ancillary business closures or reductions in business trade because of
loss of visibility. Integrate that loss into the direct loss of businesses taken.

6. Forecast the impact on Chowchilla’s General Fund and the potential services lost
due to loss of income.

7. Forecast the potential recovery time of Chowchilla's revenues with the optimistic
assumption that those businesses could be relocated or choose to relocate to
some other location in the City.

8. Forecast the increased cost of City transit, school busing, and Police and Fire
Department emergency response.

Long-Term

9. Forecast the probability of relocation to the east side of the SR 99 for those
businesses and the variance in financial commitment of the businesses to make
such a move. Identify the needs of businesses for additional sources of loans to
Pay potentially higher land and construction prices in a new location.

"10.Forecast the growth of businesses on the east side of SR 99 at a constrained
population and access due to the forced congestion on SR 233/SR 99
interchange, if it could even be constructed in the same location. If another
location to serve the residents on the west side of Chowchilla is necessary,
determine a reasonable location and estimate the cost of acquisition and new
construction including the cost of expanding infrastructure and streets.

11.If the 233/SR 99 interchange cannot be constructed in the same location,
estimate the additional cost of construction including relocation of additional

businesses for right-of-way.  Recalculate the potential recovery time of
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Chowchilla’s revenues with the optimistic assumption that those businesses

could be relocated or choose to relocate to some other location in the City.

Conclusion

Chowchilla’s unique geographic position in the HSR system where the north-south and
east-routes conjoin places a tremendous burden on the community. While many in
Chowchilla will argue in favor of the HSR as a positive affect to the entire state as a
whole, which it may well be, the HSR impact on Chowchilla is a “bitter pill” to swallow no
matter how it is “candy coated” with misleading and speculative information contained in
the EIR/EIS.

Chowchilla has responded and planned for the growth in the San Joaquin Valley and
the forecasted increase in traffic not only generated on the freeway system, but on local
roads and streets as well. Chowchilla’s General Plan solved those issues and kept the
system operating within accepted levels-of-service. However, for the Draft EIR/EIS to
disregard those legitimate efforts and distort information to make the HSR system seem

more palatable is inappropriate and misleading.

Chowchilla acknowledges, “Between 2010 and 2035, VMT is projected to increase 80%,
90%, and 20% in Merced, Madera, and Fresno counties, respectively."(Pg. S-10)
Chowchilla believes that the Draft EIR/EIS overstates the benefits of the HSR to existing
and future Central Valley residents, employees, and businesses. The EIR/EIS analysis
claims “The No Project Alternative would not have the community benefits associated
with the HSR project: reduction of traffic congestion on highways and major roadways
and improved mobility and access to jobs, educational opportunities, and recreational
resources.” (Pg. 2-11) It is a misleading overstatement to credit the HSR with saving
agricultural land from development, cultural resources or biological resources, etc. to
any significant level. The EIR/EIS does not present factual data to support these
contentions. The HSR will only reduce traffic by 2.7% in VMT of the 90% expected
increase in Madera County (Pg. 3.2-36). While that may redirect some automobile
traffic, it does little for increased truck traffic or other mobile sources of air pollution and
congestion that Chowchilla will still have to deal with in its local circulation system. The
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 456 (David Alexander, City of Chowchilla, October 3, 2011) - Continued

456-13

456-14

456-15

A-2 East Chowchilla and Avenue 24 and the Hybrid Avenue 21 Wye alignments remove
the ability of Chowchilla to cost effectively meet its obligations to be a partner in Central
Valley planned growth. The EIR/EIS failure to recognize the HSR impact from its

proposed system on Chowchilla’s circulation system is a major inadequacy in_the

EIR/EIS.

Further, to state that there will be a substantial reduction in air emissions is also
misleading. The net reduction in air emissions comes from a statewide impact, not the
route between Merced and Fresno. Chowchilla just happens to be at the focal point of
all the trips on the HSR that cause most of that reduction. Yet the EIR/EIS expects
Chowchilla to icarry the brunt of the impacts to its land use, circulation system, and
potentially the health of its residents. How can the EIR/EIS reach a conclusion of “no

significant impact’?

Finally, in the discussion of Consistency with Land Use Plans (Pg. 3.13-25) the Draft
EIR/EIS discloses the HSR opinion by claiming. consistency of only a portion of the San
Joaquin Valley Blueprint “Although there are no adopted policy documents the San
Joaquin Valley Council of Governments has adopted 12 Smart Growth Principles, a
density commitment, and a series of maps. Of the 12 Smart Growth Principles identified
in Section 3.13.2.3, a majority are relevant to the HSR project, including principles 1, 2,
4,6,7,8,9, 10, 11, and 12.” This disclosure is so often contained in the principles that
the HSR finds relevant, rather in those principles it does not find relevant to its
purposes. To the HSR project the irrelevant principles are:

3. Encourage community and stakeholder collaboration.
5. Make development decisions predictable, fair, and cost-effective.

In other words, the HSR is not interested in working with communities in a legitimate
attempt to overcome community impacts and its decisions are not predictable, fair, and
cost effective. This approach is not in the spirit of both the CEQA or NEPA regulations

and makes the entire HSR environmental review process disingenuous.

23
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David Alexander )
Mayor, City of Chowchilla

24

Page 19-53

ALIFORNIA @Y S
C Federal Railroad

High-Speed Rail Authority Administration



California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Response to Submission 456 (David Alexander, City of Chowchilla, October 3, 2011)

456-1
See MF-Response-GENERAL-10

456-2

See MF-Response-GENERAL-1 and MF-Response-GENERAL-22

456-3

The commentor does not provide insights about what resources or issues were not
considered in enough detail. Resources that concern rural areas would typically include
economic, agricultural, biological, social and community resources, each of which are
included in the EIS/EIR document and associated reports.

More specific information is provided in some cases for the citeis of Merced and Fresno
because of the stations located within the cities and the potential for impacts and
benefits associated with these stations. Figures within each resource section display
impacts for Chowchilla and Madera vicinities in addition to Merced and Fresno.

456-4

The HST track will be constructed using a combination of slab (on elevated sections)
and ballast. The materials would come from existing quarries within and outside the San
Joaquin Valley. There are five potential quarries that could supply ballast for the HST
Project. Section 3.9.1 of the FEIR/EIS has additional information regarding ballast and
slab material.

The Project Description in the EIR/EIS states that excess excavated material would be
removed and hauled to a permitted disposal site. Truck hauling would require a loading
area, staging space for trucks awaiting loading, and provisions to prevent soil from being
tracked on public streets. Truck haul routes would be consistent with local jurisdictions’
requirements.

456-5

See MF-Response-NOISE-3 and MF-Response-NOISE-6.

456-6

The traffic count data presented in the DEIR/EIS was compared with traffic counts
presented in the Madera County Traffic Monitoring Program (that conducts traffic counts

456-6

at different times of the year) and found to be generally consistent. Moreover, in addition
to the traffic counts, other factors such as additional travel due to road closures were
used in the evaluation.

The proposed alignment through downtown Chowchilla is elevated and adjacent to SR
99, along an area that is least developed and opposite the freeway from the residential
development. This alignment minimizes effects to development and circulation. Where
HST is at-grade, along the Avenue 24 Wye and Hybrid Wye options, the project
proposes to provide grade crossings to maintain traffic circulation and does look at
future coordination with Caltrans projects. Close coordination with Caltrans has occurred
throughout the project. Generally, grade separations were provided where HST was at-
grade to maintain traffic circulation. The proposed HST alignment through Chowchilla
would not disrupt the major roadways and would not affect traffic circulation.

Some of Caltrans' future improvements are included as part the HST Project due to the
impact of HST facilities. There are possibilities to collaborate on other future
improvements; this will depend on MOU/Agency Agreement between the Authority and
Caltrans. The HST alignments are located, to the extent possible, adjacent to existing
transportation corridors so that if future overcrossings are necessary, the span to cross
HST is not prohibitative.

456-7

See MF-Response-TRAFFIC-2, MF-Response-SOCIAL-4, MF-Response-SOCIAL-1,
MF-Response-SOCIAL-3, and MF-Response-LAND USE-3. None of the HST
alternatives result in the bisection of any communities. As described in Section 3.12,
Socioeconomics, Communities, and Environmental Justice, many of the cities in the
study area grew because of the railroad which formed the original division. The HST
project would add incrementally to this, but the footprint is about 50 feet where the
alternatives are elevated and 100 feet where at-grade. Where elevated, access would
remain under the alignment and where at-grade there would be overpasses constructed
at most of the existing roadways. All of the alternatives result in property acquisition and
the conversion of land to a transportation related use. Section 3.13.5, Land Use, Station
Planning, and Development, provides information on the amount of land that would be
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Response to Submission 456 (David Alexander, City of Chowchilla, October 3, 2011) - Continued

456-7

converted which ranges from about 1,600 to 2,100 acres depending on alternative,
design options, and wye for all three counties. Refer to Appendix 3.12-B, Land Use and
Communities, for additional information.

456-8

See MF-Response-TRAFFIC-2, MF-Response-SOCIAL-4, MF-Response-SOCIAL-8,
and MF-Response-LAND USE-4. Both the Ave 24 Wye and Ave 21 Wye would include
roadway overpasses over the HST alignment which maintains access and likely results
in improvements to safety. The wyes are located outside of the city limits for Chowchilla
and because access is maintained over the wyes, especially the Ave 24 Wye, which is
closer to Chowchilla, there should be no effect on growth within the sphere of influence.
Additional information on land uses in the Merced to Fresno section, including the City of
Chowchilla, is located in Appendix 3.12-B, Land Use and Communities.

456-9

See MF-Response-SOCAL-3, MF-Response-SOCIAL-4, MF-Response-SOCIAL-8, MF-
Response-LAND USE-3, and MF-Response-LAND USE-4. The station areas are the
focus of Transit Oriented Development which can result in a number of positive benefits
for the surrounding neighborhoods. Section 3.13.5, Land Use, Station Planning, and
Development, provides complete information on how the stations can acts as a catalyst
for development. Text in Section 3.12.5 provides information on the community facilities
that would be affected by construction which includes the homeless shelter in the City of
Merced that is affected by all HST alternatives. The text also provides information on the
disruption to communities and since the HST alignments do not bisect any communities
there are no adverse effects. The HST would add incrementally to the division caused
by the other transportation corridors. Refer to Appendix 3.12-B, Land Use and
Communities, for additional information on the areas adjacent to the HST alternatives.

456-10

See MF-Response-AQ-1. According to Figure 12 of the USDOT 1999 report (p. 28 of
the report), a bluff-nosed train travelling at 150 mph would create a high induced airflow
of about 40 mph at 25 feet from the side of a passing train, but a slender-nosed train
(such as the train that would be used for the CA HST project) would create an induced
airflow of about 10 mph at the same speed and distance from the train. The report also

456-10

discusses the comparison between blunt and slender-nosed trains on p. vii in the
Executive Summary.For more information about HST-induced wind speeds, please see
EIR/EIS Appendix 3.3-A, Potential Impact from Induced Winds.

Quialitative discussion of health impacts during project alignment construction were
provided in Section 3.3.5.3 of the EIR/EIS. The cancer and non-cancer chronic and
acute hazard risk analyses conducted for the DEIS was based on conservative
estimates of equipment operations and locations, and the locations of nearby sensitive
land uses. Once a final HMF site is selected and designed, analyses will be conducted
using projected equipment usage, the locations of the major emission sources (based
on plant layout that will be developed), and the locations of nearby sensitive land uses
(e.g., residences). Mitigation measures, if necessary, would be included to ensure that
EPA's significant impacts thresholds are not exceeded at the sensitive land uses.

456-11

See MF-Response GENERAL-19, MF-Response-SOCIAL-8, and MF-Response-
SOCIAL-2.

The HST project's level of design somewhat limits the level of detail that the EIR/EIS
analysis can achieve. While it is unknown if any supplies would be purchased from
businesses in the City of Chowchilla, it is likely that construction works would make
purchases within businesses in the City of Chowchilla which would benefit sales tax
revenues during construction. The HST Project would also create permanent
employment opportunities that extend beyond the HST station areas.

The East Chowchilla Design Option and the Hybrid Alternative with the Ave 21 Wye
would be located adjacent to SR 99 through Chowchilla and the alignment would be
elevated. These alternatives would add incrementally to SR 99 corridor. The elevated
footprint of the HST along SR 99 HST is about 50 feet and access is also maintained
under the alignment. As described in Section 3.12, Socioeconomics, Communities, and
Environmental Justice, these alternatives are adjacent to the SR 99 corridor and about
0.25 mile away from downtown Chowchilla.

A relocation analysis has been completed as part of the Merced to Fresno
documentation. The analysis included an analysis of all properties that would be
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Response to Submission 456 (David Alexander, City of Chowchilla, October 3, 2011) - Continued

456-11

impacted by full and partial property acquisitions, the number of employees that would
be impacted due to business relocations, and a determination of suitable locations for
business relocations. The analysis looked at replacement properties within the citywide
relocation replacement areas and within a 30-mile radius within the unincorporated
portions of the counties. The analysis identified locations near the areas where the
acquisitions occur for the business acquisitions in the City of Chowchilla, so businesses
could be relocated in close proximity to their existing locations. All businesses acquired
would be compensated. SO-MM#2 in Section 3.12.7 provides information on the
relocation plan that will be developed as part of the HST project and Appendix C,
Relocation Information, in the Community Impact Assessment, provides additional
information on the compensation provided.

Section 3.13, Station Planning, Land Use, and Development, provides information on
the amount of land that will be converted to a transportation related use. The conversion
of land to a transportation related use is not anticipated to result in any negative effects
on the adjacent land use. Refer to MF-Response-LAND USE-4 for information on the
effects on future land use. Overall, no significant impacts on the adjacent land uses
occur as a result of the HST Project. Refer to Appendix 3.13-B, Land Use and
Communities, which provides additional information on how the HST Project would not
preclude development in the adjacent land uses.

456-12

See MF Response-SOCIAL-1, MF-Response-SOCIAL-8, MF-Response-TRAFFIC-2,
and MF-Response-SOCIAL-3. Appendix 3.12-A, Relocation Assistance Documents,
provides information on the relocation process for those displaced by the HST Project.
Everyone will personally work with a Relocation Agent from the Authority. If the high-
speed train project will require a considerable number of people to be relocated, the
Authority may establish a temporary Relocation Field Office on or near the project.
Project relocation offices will be open during convenient hours and evening hours if
necessary. In addition to these services, the Authority is required to coordinate its

relocation activities with other agencies causing displacements to ensure that all
persons displaced receive fair and consistent relocation benefits. SO-MM#2, Develop a
relocation mitigation plan, has been revised and includes additional information on what
will be included in the mitigation relocation plan including an ombudsman’s position to

456-12

act as a single point of contact for property owners, residents, and tenants with
questions about the relocation process. The ombudsman would also act to address
property owners’, tenants’, and other residents” concerns about the relocation process
as it applies to their situations. The HST project does not require the reconstruction of
the 233/SR 99 interchange because the HST alignments would be elevated and cross
over the interchange. Since the interchange is not affected there are no business
impacts other than those that are acquired as part of the HST project.

456-13
See MF-Response-GENERAL-1and MF-Response-GENERAL-10.

456-14
See MF-Response-AQ-6.

456-15

See MF-Response-GENERAL-17. The HST Project is generally consistent with the

planning objectives of the local jurisdictions. Text has been revised in Section 3.13,

Station Planning, Land Use, and Development, to indicate that the HST is generallly
consistent with the 12 Smart Growth principles.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Submission 173 (Mark Lewis, City of Chowchilla, August 29, 2011)

Response to Comments from Local Agencies

Clt_y of 08-29-11P02:16 RCVD

howchilla ......

r ./ 2.

130 S. Second Street
Civic Center Plaza
Chowchilla, CA 93610

(559) 665-8615 - (559) 665-7418 fax
www.ci.chowchilla.ca.us

August 12, 2011

David Valenstein, Chief

Environmental and Systems Planning division
Federal Railroad Administration

1200 New Jersey Avenue, SE, MS-20 W38-303
Washington, DC 20590

Roelof Van Ark, Chief Executive Officer 173-1
California High-Speed Rail Authority

770 L Street, Suite 800

Sacramento, Ca 95814

Re: California High-Speed Train: Merced to Fresno Section
Draft Environmental Impact report/Environmental Impact Statement
And Draft Section 4(f) Statement. Request for Extension of Comment Period.

Gentlemen:

The City of Chowchilla, California is located at the “Wye” of the north-south and east-leg
of the planned HSR system of the first element of the system proposed to be
constructed. Chowchilla has taken part in the planning and environmental discussions
at every opportunity for almost two years. Because of the location of our community we
have a lot at stake in ensuring that our residents and community as a whole have an
adequate voice in the environmental review process. As we have been asked, we
waited until the release of the EIR/EIS to evaluate how our concerns were addressed.
We take our local role seriously and desire to participate in making the environmental
review the best possible example of analysis and recognition of community impacts
from this major infrastructure project, perhaps the largest project at one time in
California’s history.

We are mindful and acknowledge the CHSRA's need to move rapidly forward with
decision making on this project. At the same time, the nation and California are facing
tremendous economic strains and the City of Chowchilla is no exception as a small city.
Our staff resources are at a minimum and we have little to spend on experts to help us
provide meaningful and constructive comments to the HSR environmental document for
the Fresno to Merced Section.

The HSR environmental document was released on August 8, 2011 and the comment
period ends on September 28, 2011. This 45 day comment period leaves little time for
Chowchilla to comment as we involve our elected officials in the public comment
process through public discussion of the comments the City will submit. With only two
City Council meets per month and public noticing and information distribution, the
September 28" deadline leaves little time for thoughtful and productive comments on
this major project. Our analysis has to involve a thorough review of the technical
documents to assess whether the existing conditions are refiective of the conditions that
will be impacted by the project and that the project’s impacts are adequately expressed.
Mitigation measures must also reflect reasonable actions to avoid or minimize those
impacts. We feel that additional time for comments will save time when HSR
consultants need to respond to the comments and keep the decision making process in
a reasonable time frame.

Chowchilla desires to be helpful to FRA and CHSRA in assessing and mitigating the
potential impacts from this massive project that will affect the daily lives of our residents.
It is with that thought in mind that we respectfully request:

THE COMMENT PERIOD BE EXTENDED FOR AN ADDITIONAL 30 DAYS TO
ALLOW ADEQUATE TIME FOR LOCAL AGENCIES TO PROVIDE MEANINGFUL
COMMENTS.

We believe this request is justified because:

1. The size and bulk of the environmental review document of approximately 1,150
pages and 16 Technical Appendices that deserve constructive comment.

2. Local governments have reduced staffing to compensate for poor economic
conditions and many professional positions are vacant and the remaining
employees are accepting additional workload beyond that which would be
required to meet the comment deadlines of the EIR/EIS.

3. Local government General Fund revenues are strapped and little is available to
pay for consultants to comment on the EIR/EIS document.

4. Local government typically involves its elected officials in the discussion and
approval of comments to other agencies on major projects such as the HSR
system.

5. Local govemment City Councils do not meet on a weekly basis and scheduling
meetings takes several weeks of preparation and publishing reports in advance
of meetings.

6. Modifications to staff recommended comments or additional comments (including
evidentiary analysis) could take additional time prior to the publishing of the City’s
official comments.
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Submission 173 (Mark Lewis, City of Chowchilla, August 29, 2011) - Continued

7. The CHSRA process of responding to comments can be minimized when
comments are clear, concise, contain relevant information, and thoughtful
suggestions.

Because of the fast approaching deadiines, we trust that you will respond to this request
appropriately.

Sincerely,

Mark Lewis, Esq.
City Administrator

Administration
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Response to Submission 173 (Mark Lewis, City of Chowchilla, August 29, 2011)

173-1
See MF-Response-GENERAL-7.
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California High-Speed Train Project EIR/EIS
Merced to Fresno Section

Response to Comments from Local Agencies

Submission 969 (Oliver L. Baines III, City of Fresno, October 13, 2011)

969-1

969-2

969-2 T believe the community and the High Speed Rail Authority could greatly benefit from the
creation of an ombudsman office in Fresno similar to the way Caltrans and the local
Transportation Authority have handled its major projects such as the building of Highways 168
and 180 and the continual regulation of Measure C.
iR L. NEs IIT . c s ’ ;
Urivee L. B 969-3 Lalso have a continued concern about the community’s access and training for High Speed Rail-

Councilmember, District Three

October 13, 2011

Fresno to Bakersfield DEIR/EIS Comment
Fresno to Merced DEIR/EIS Comment
California High Speed Rail Authority

770 L Street, Suite 800

Sacramento, California 95814

To whom it may concern:

As Council District Three representative on the Fresno City Council, I write to you to voice my
support and concerns for the High Speed Rail Project (Fresno to Bakersfield and Merced to
Fresno DEIR/EIS) that will affect the local economy, employment, land-use and the way we
travel.

With so much riding on this project, we must be cautious of how we come to realize this latest
feat in California transportation.

First, let me state again that I am in favor and a strong supporter of the High Speed Rail Project.
I think this project has the potential to be very beneficial to Fresno and the greater San Joaquin
Valley.

Though I support the project, I still have concerns with the processes of informing the public, job
creation and regulation.

Constituents have contacted my office with a list of concerns that suggest they do not adequately
understand the timing, full scope and impact of the High Speed Rail project. Per constituent
comments, it seems they would benefit from more community interaction directly with the High
Speed Rail Authority.

City of Fresno
City Hall » 2600 Fresno Street ¢ Fresno, California 93721-3600
(559) 621-8000 » FAX (559) 621-7893 « www.fresno.gov

related jobs that will soon come online. As this is a project in the Fresno community, it only
seems fit that residents and local businesses should have priority and strong access to jobs and
contracts when it comes to the construction, operation and ancillary services.

T'am especially concerned about the at-risk communities being shut out of yet another large
infrastructure project. With unemployment close to 20 percent, we need projects that will put
everyone to work. This will be addressed by local hiring and focused training opportunities for
applicants and residents.

Thank you for taking my comments into consideration. Should you have any questions or
suggestions, please feel free to contact me via:

Phone: (559)621-8000

Fax: (559)621-7893
Email: District3@fresno.gov

Sincerely,

Oliver L. Baines, III
Councilmember, District Three
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California High-Speed Train Project EIR/EIS _
Merced to Fresno Section Response to Comments from Local Agencies

Response to Submission 969 (Oliver L. Baines III, City of Fresno, October 13, 2011)

969-1
See MF-Response-GENERAL-9.

969-2

See MF-Response-GENERAL-17.

969-3
See MF-Response-GENERAL-19.
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CALIFORNIA HIGH-SPEED TRAIN PROJECT EIR/EIS
MERCED TO FRESNO SECTION

Response to Comments from Local Agencies

Submission 703 (Mark Scott, City of Fresno, October 13, 2011)

703-1

October 13, 2011

Mr. Roelof van Ark, CEO

Callifornia High-Speed Rail Authority
770 L Street, Suite 800
Sacramento, CA 95814

RE: Comments regarding Merced to Fresno High Speed Train Draft EIR/EIS
Dear Mr. van Ark:

Thank you for the opportunity to review and comment on the Draft EIR/EIS for the
Merced to Fresno segment of the proposed High Speed Rail project. In an effort to make the
High Speed Rail project the best for the State of California, for our metropolitan region and for
the local community, please consider the comments the City is providing as you prepare the
Final EIR/EIS. Attached please find a detailed comments table which addresses specific issues
throughout the document. These concerns generally fall into the categories below:

e The need for underpasses versus overpasses at several street-railroad grade
separations;

e Construction impacts (traffic management plan, limitations and restrictions upon road

closures);

Adequacy and timing of certain traffic mitigations;

Economic impacts to businesses, sales tax and property tax;

Depressed trench versus at-grade profile through downtown;

Protection of existing sewer and water pipelines, provision for future crossings;

Noise and vibration;

Adequacy of historic resources analysis; and

Treatment of Roeding Park

e o 0o 0 0 0 o

In terms of fiscal and economic impacts, the City of Fresno wishes to emphasize that the
high speed rail project should not result in any cost or negative revenue impacts to the City.
City staff will be pleased to assist with processing of items required for the project including plan

703-1

703-2

City of Fresno Draft EIR/EIS Comments
HST Merced to Fresno
Page 2

checks for public improvements, traffic control plan reviews, inspections and acceptance of City
facilities. Of course, CHSRA will be completely responsible for financing the mitigation
measures within the City of Fresno or its sphere of influence, and as a result, no City of Fresno
funds, resources or staff time will be required for the mitigation measures or processing of items
unless the CHSRA fully compensates the City. It is the City's expectation CHSRA will bear the
full costs associated with the project’s impacts, including impacts to the City’s residents and
businesses. Our specific comments are listed below by section of the Draft EIR/EIS. As can be
seen from the extensive comments provided in this letter, the City has concerns that the
DEIR/EISs have not sufficiently analyzed a significant number of potentially significant
environmental impacts to the City of Fresno from this Project.

SECTION 2.1: ALTERNATIVES

A critical component of an EIR/EIS is its Alternatives Analysis. ~ Though the EIR/EISs
for the Bakersfield to Fresno and Merced to Fresno sections analyze alternative alignments for
areas apart from the City of Fresno, the EIR/EISs analyze only one option for the rail
alignment/profilethrough the City of Fresno. The City believes that this single alternative is
inadequate and fails to comply with the requirements of CEQA and NEPA.

Public Resources Code, section 21002 states that the California Legislature finds and
declares that it is the policy of the state that public agencies should not approve a project as
proposed if there are feasible alternatives or feasible mitigation measures available which would
substantially lessen the significant environmental effects of such projects. In addition, CEQA
Guidelines, section 15126.6 (c) states that the range of potential alternatives to the proposed
project shall include those that could feasibly accomplish most of the basic objectives of the
project and could avoid or substantially lessen one or more of the significant effects. The EIR
should also identify any alternatives that were considered by the lead agency but were rejected
as infeasible during the scoping process and briefly explain the reasons underlying the lead
agency’s determination.

CEQA Guidelines, section 15364 states that “feasible” means capable of being
accomplished in a successful manner within a reasonable period of time, taking into account
economic, environmental, legal, social and technological factors.

The economic factors, such as cost of constructing an alternative, may be considered in
determining the feasibility of an alternative. However, California courts have stated that the fact
that an alternative is more expensive than the project, does not make the alternative infeasible.
The court in Citizens of Goleta Valley v. Board of Supervisors (1988) 197 Cal.App.3d 1167,
1181 stated as follows:

The fact that an alternative may be more expensive or less profitable is not
sufficient to show that the alternative is financially infeasible. What is required is
evidence that the additional costs or lost profitability are sufficiently severe as to
render it impractical to proceed with the project. (Underlining added.)

Here, the EIR/EIS states the project objectives and policies for the proposed HST
system are as follows:
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CALIFORNIA HIGH-SPEED TRAIN PROJECT EIR/EIS
MERCED TO FRESNO SECTION

Response to Comments from Local Agencies

Submission 703 (Mark Scott, City of Fresno, October 13, 2011) - Continued

City of Fresno Draft EIR/EIS Comments
HST Merced to Fresno

City of Fresno Draft EIR/EIS Comments
HST Merced to Fresno

Page 3 Page 4
7032 703-2
1. Provide intercity travel capacity to supplement critically over-used interstate highways alternative analyzed in the EIR/EIS. It will also increase the efficiency of the intercity
and commercial airports. transportation system in the same manner.
2. Meet future intercity travel demand that will be unmet by current transportation systems,
and increase capacity for intercity mobility. Sixth, the downtown “trench” alternative will meet the objective of maximizing the use of
3. Maximize intermodal transportation opportunities by locating stations to connect with existing transportation corridors and rights-of-way, to the extent feasible. In this regard, the
local transit, airports, and highways. “trench” option will be located at the identical alignment as the at-grade option, and parallels
4. Improve the intercity travel experience for Californians by providing comfortable, safe, existing Union Pacific Rail Road (UPRR) corridor to the extent feasible.
frequent, and reliable high-speed travel.
5. Provide a sustainable reduction in travel time between major urban centers. Attached are several cross-sections that have been developed by the City’s engineering
6. Increase the efficiency of the intercity transportation system. consultant team. To date the Authority has not provided a cost analysis to indicate why this
7. Maximize the use of existing transportation corridors and rights-of-way, to the extent option would not be feasible, given this alternative’s potential to be the environmentally superior
feasible. alternative in terms of traffic circulation, aesthetics, socioeconomic and environmental justice
8. Develop a practical and economically viable transportation system that can be considerations, and minimizing the disruption of an establish community.
implemented in phases by 2020 and generate revenues in excess of operations and 7033

maintenance costs.
9. Provide intercity travel in a manner sensitive to and protective of the region’s natural and
agricultural resources and reduce emissions and vehicle miles traveled for intercity trips.

In this regard, an entirely below-grade “trench” style alternative through the City of
Fresno’s downtown area as depicted in the attached diagram(s) could feasibly accomplish most
of the basic objectives of the project as required for analysis by the EIR/EIS.

First, the downtown “trench” alternative provides the same intercity travel capacity to
supplement critically over-used interstate highways and commercial airports, and is consistent
with the “at grade” profile alternative proposed by the draft EIR/EIS except that it would be
below grade.

Second, the downtown “trench” alternative merely adjusts the grade to mitigate
environmental impacts caused by the option analyzed by the draft EIR/EIS, and will be able to
fulfill the objective of meeting future intercity travel demand that will be unmet by current
transportation systems, and increase capacity for intercity mobility, in substantially the same
manner as the at-grade option.

Third, station location alternatives, including the preferred Mariposa Station, will not be
affected. As a result, the downtown “trench” alternative will continue to maximize intermodal
transportation opportunities by locating stations to connect with local transit, airports, and
highways in the same manner as the at-grade alternative.

Fourth, the downtown “trench” alternative will provide for the overall same improvement
to the intercity travel experience for Californians by providing comfortable, safe, frequent, and
reliable high-speed travel. The grade separation will not affect safety, other than to improve
emergency response times and public safety services on roadways passing over the below-
grade trench as compared to the at-grade alternative requiring under-passes, steep over-
passes or other impediments to vehicular and pedestrian traffic.

Fifth, the downtown “trench” alternative will meet the objective of providing a sustainable
reduction in travel time between major urban centers for the same reasons as the at-grade

SECTION 3.2: TRANSPORTATION

Section 3.2.5.3 of the Draft EIR/EIS states that “a Construction Management Plan would
be prepared during final design that outlines transportation detours, plans to accommodate
emergency service routes, and outreach activities to manage expectations and traffic
constraints, among other items. Preparation of this type of plan is a standard practice and
incorporates local review and comment.”

Project construction has the potential, if not mitigated, to create significant impacts to
emergency response and public safety, result in significant traffic congestion, delays and short-
term air quality impacts byeither the full closure of roadways or lane closures, that would in turn
result in detours or significant delays to the traveling public and emergency responders..Arterial
and collector streets, within both the City and Caltrans right-of-way (i.e. freeway overpasses)
are relied upon by emergency responders such as the Fresno Police Department and Fresno
Fire Department. Detours, closures and lane restrictions therefore have the potential to impact
emergency response times, thus creating a potentially significant impact to public safety that
needs to be addressed. Ordinarily a stage construction and traffic handling plan would be
prepared during the final design of a project, after CEQA/NEPA clearance. However, due to the
proposed design-build delivery method of the project, the City is concerned that this approach
will be inadequate, in that traffic control requirements that do not make it into the bid set, or
bridging documents, would have a strong likelihood of becoming change orders, claims or
generally cost increases to the project.

The two Policing Districts impacted by the HSR are the Northwest Policing District (HSR
track north of McKinley Blvd) and the Southwest Policing District (HSR tracks south of McKinley
Blvd). Information such as proposed construction schedules, defined construction zones,
security needs for building sites or building materials (to coordinate with private security if used),
would assist in developing adequate travel alternatives for law enforcement emergency calls.
Of particular concern is the major re-routing of State Route 99 and reconstruction of the
Clinton/SR-99 interchange along with ramp modifications and the potential adverse impacts
public safety and the impacted LOS on these re-routed segments. It is not adequate to defer the
development of a traffic management plan to the final design stage given the potential impacts
which may or may not be mitigated by the future plan that would be developed. A
comprehensive plan should be developed in conjunction with the Fresno Police Department,
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Fresno Fire Department and California Highway Patrol for this area. Reconstruction of the
Ashlan Avenue overpass, along with major construction/grade separations on east-west
roadways do not appear to have contemplated the impact upon emergency responders and
public safety for the project area. More specificity is needed in order to ensure that these
impacts are mitigated.

The Draft EIR/EIS is inadequate in that it fails to address the myriad of potentially
significant impacts associated with major reconstruction of freeway interchanges such as
Clinton Avenue at State Route 99, or major construction of grade separations at locations such
as Shaw Avenue, Ashlan Avenue, McKinley Avenue, Olive Avenue, Belmont Avenue and
multiple locations in downtown Fresno. The traffic control requirements need to put in place as
mitigation measures to reduce these construction impacts to less than significant. The City
believes the following restrictions should be incorporated into the measures to mitigate these
identified construction related impacts:

* Maintain detection at signalized intersections where alignment changes or widening is
necessary, in order that the traffic signal does not need to be placed on recall (fixed
timing).

e Changeable message signs (CMS) shall be employed to advise motorists of lane
closures or detours ahead. The CMS shall be deployed seven (7) days prior to the start
of construction at that location.

* Where project construction will cause delays on major roadways during the construction
period the project shall provide for a network of CMS locations to provide adequate
driver notification. For example, construction-related delays at the railroad grade
separations that lead to State Route 99 freeway interchanges will require CMS
placement to the east to allow drivers to make alternate route decisions. In the case of
work on Shaw Avenue, recommended placement would be a CMS at Shaw Avenue just
east of State Route 41 and a CMS at Shaw Avenue just east of Palm Avenue. Similar
CMS usage shall be required along Ashlan Avenue, Clinton Avenue, McKinley Avenue,
Olive Avenue and Belmont Avenue.

e The CHSRA in conjunction with the City of Fresno, Public Works Department shall
develop a traffic management plan on surface transportation network to minimize
potential impacts on public safety services.

* During project construction alignment of roadways to be grade-separated and freeway
overpasses to be reconstructed shall be offset from the existing alignment to greater
facilitate stage construction wherever possible. In particular, Clinton Avenue over State
Route 99 and Ashlan Avenue over the Union Pacific Railroad shall be offset from their
existing alignments to allow for the existing roadway to remain open while the new
structure is being constructed. It is recognized by the City that this type of staging may
necessitate temporary ramps to and from State Route 99 during various phases of
construction. Four travel lanes shall be maintained from 7:00am-9:00am and from
4:00pm-6:00pm on Shaw Avenue from Cornelia to Blythe Avenue (at UPRR), on Ashlan
Avenue from Parkway to Valentine Avenue (at UPRR) and on Clinton Avenue from
Marks Avenue to Weber Avenue (at SR-99).

e The Veterans Boulevard overpass and construction of new alignments of Golden State
Boulevard and Bullard Avenue shall be completed and open to traffic prior to the closure
of the Carnegie Avenue at-grade railroad crossing.

* One lane of traffic in each direction must be maintained at all times for Olive Avenue and
McKinley Avenue for the construction of the proposed grade separations. No full
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closures of these crossings shall occur, with the exception of short duration closures of
less than 72 hours not more than once per month.

« During any Belmont Avenue closures that are determined to be necessary, the adjacent
crossings of Olive Avenue and Divisadero Street shall remain open with no lane closures
at the two crossings.

* Inregards to the existing railroad crossings at Divisadero, Tuolumne and Stanislaus, two
of the three crossings shall remain open at any given time.

Furthermore, the HST project has the potential to cause enormous disruption to east-
west roadways in the City of Fresno. The Draft EIR/EIS has failed to analyze the construction
impacts and to determine appropriate mitigation measures to traffic, air quality, public safety,
emergency response and impacts to businesses who may lose significant amounts of business,
or go out of business due to the HST construction impacts. In order to work toward mitigating
these impacts, the City both recommends and requests that the HST project incorporate the full
construction of Veterans Boulevard between Shaw Avenue and Herndon Avenue, including the
new freeway interchange at Veterans Boulevard and State Route 99, with the grade separation
at the HSR/UPRR crossing and connections to Golden State Boulevard, as shown in the
Veterans/99 Project Report, with six lanes on Veterans Boulevard between Barstow Avenue
and Bullard Avenue, with four lanes between Shaw and Barstow as well as four lanes between
Bullard and Herndon Avenue. Veterans Boulevard should be fully constructed prior to the grade
separation work occurring at Shaw Avenue or Ashlan Avenue.

Section 3.2.7 of the Draft EIR/EIS identifies TR MM #6, "Modify Signal Timing", as a
proposed mitigation measure for certain intersections. The City disagrees with this proposed
mitigation measure and as a rule does not accept this for private development projects nor for
projects proposed by other governmental agencies. The analysis and proposed mitigation
measure is flawed in that it does not represent an "apples to apples” analysis of the intersection
level of service (LOS) before and after the high speed rail project. Optimized signal timing,
incorporating the City policies on minimum green times for certain movements, staying within
allowable cycle lengths for the overall signal and so forth, should be a given for existing, existing
plus project and future scenarios. Specifically intersection #9, Figarden/Bullard, is being
affected by the proposed closure of the Carnegie Avenue/UPRR crossing, which will re-direct
some traffic to Veterans Boulevard but some along Bullard Avenue to the Figarden/Bullard
intersection. Physical improvements at the intersection need to be made to mitigate the impacts
to this existing signalized intersection. The logical improvements to be considered in the
EIR/EIS are dual left turn movements to serve the eastbound and northbound movements.

Furthermore in Section 3.2.7, the Draft EIR/EIS identifies a number of proposed future
traffic mitigations. The currently proposed mitigation measures fail to provide adequate traffic
mitigation, either due to not going far enough to address the needs, not addressing specific
performance standards or criteria for such future mitigation measures, or the measures fail to be
consistent with the City’s adopted General Plan and associated policies. The proposed
measures need to be modified as follows in order to provide adequate mitigation measures:

e Intersection #1, Golden State and Santa Ana Avenue: This intersection should be
signalized with construction of the Shaw Avenue grade separation. The improvements
to Golden State to provide two northbound left turn lanes and the improvement of Santa
Ana to provide two westbound receiving lanes, needs to be part of the Shaw Avenue
grade separation and High Speed Rail project's initial construction.
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Intersection #2, Cornelia and Santa Ana: the City has developed a curved alignment to
connect these two roadways and thus a signalized intersection would be avoided. The
realignment should be incorporated into the initial HST project construction.

Intersection #3, Cornelia Avenue and Shaw Avenue needs to be designed to meet LOS
standards in the future condition. To avoid greater right-of-way acquisitions, the City
would be willing to accept LOS E rather than D at Cornelia/Shaw in the future condition,
but LOS F would not be appropriate as it would violate the City’'s 2025 General Plan.
Intersection #5, Blythe Avenue and Shaw Avenue: In subsequent discussions with the
Authority's engineering consultants, it has been determined that the Shaw Avenue profile
could be modified to bring Shaw down more quickly (i.e. closer to 5%) and thus be able
to retain a Jennifer Avenue connection to Shaw Avenue. The City would want to see the
Jennifer connection to Shaw as a right-in, right-out intersection, not retaining the
Shaw/Jennifer existing EB left turn lane because of the vertical curve, stopping distance
and traffic safety concerns. Thus the traffic modeling should be modified to preserve
Shaw/Jennifer with westbound rights and southbound right turns allowed. The full
closure of Jennifer Avenue at Shaw Avenue has the potential to adversely impact
businesses in the area due to loss of circulation and would increase the amount of traffic
using Blythe Avenue north of Shaw Avenue which does not have the capacity for these
additional movements, both in terms of volumes and capacity for stacking at turn
pockets, as evidenced by the HST project traffic impact analysis. The City notes that
even with the required connection to be preserved at Shaw and Jennifer, the LOS at
Blythe and Shaw will be impacted by the high speed rail project and the mitigation
measures should be revisited to evaluate a second eastbound left turn lane from Shaw
to Blythe.

Intersection #7, Cornelia Avenue and Golden State Boulevard: The signalization of this
intersection will be needed with the Shaw Avenue grade separation and needs to be
included in the initial project construction.

Intersection #14, Veterans Boulevard and Bullard Avenue: The City takes exception to
the consultant's analysis and disagrees with any future need for grade-separating the
through movement on Veterans Boulevard from Bullard Avenue. A thorough analysis is
contained within the Traffic Operations Report (TOR) for the Veterans/SR-99
interchange project which shows this future intersection of Veterans and Bullard/Bryan
operating acceptably in the future year conditions.

Roadway #5, Veterans Boulevard between Golden State and Bullard Avenue: The City
takes exception to the consultant's analysis and disagrees with any future need for eight
lanes instead of six lanes on Veterans Boulevard within this roadway segment. The
analysis that is contained within the Traffic Operations Report (TOR) for the Veterans/99
interchange project indicates acceptable LOS in future year operations, contrary to the
analysis contained within the HST traffic impact analysis.

Intersection #11, Clinton Ave/Weber Ave: The mitigation measure to install eastbound
dual left turn lanes for the HST project is supported by the City, but the mitigation
measure as presented is unclear, in that the engineering plans in the technical appendix
need to be updated to reflect the intersection improvements being done as part of the
project.

Page 3.2-111, Mitigations for 2035 with project v. 2035 no project scenarios: The City is
concerned that the DEIR/EIS does not prescribe a method for implementing these
mitigation measures. This project is being funded with one-time money for this segment
and assuming other project segments are funded in a similar manner, those Federal
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dollars may not be eligible to implement future year mitigations for a previously
constructed project segment, thus creating a CEQA/NEPA issue for these traffic
impacts.  Furthermore the HST project's reconfigurations, realignments and road
closures represent alterations to traffic patterns that will be permanent upon project
completion, thus creating the impact at the time of project construction. Therefore the
project must either construct these mitigation measures now with initial project
construction, or create a legally binding and enforceable agreement between the State
of California and City of Fresno for the construction of these improvements upon 180
days notice by the City when traffic conditions warrant the particular improvements.
Such an agreement should be consistent with existing case law (Anderson First) and
should be entered into prior to certification of the EIR/EIS. The City is concerned that
although the grade separation of Olive Avenue and the UPRR/HST corridors will also
grade-separate the Olive/Golden State intersection, the redistribution of turning
movements from Olive/Golden State to the Olive/West intersection does not appear to
have been evaluated. The intersection of Olive Avenue and West Avenue should be
signalized by the HST project to mitigate this traffic impact.

« Furthermore this grade separation of Olive Avenue will shift the left turning movements
between Olive and Weber to the adjacent intersection of Olive and Fruit, which has
permissive phasing and not protected left turn phasing. The HST project should install
protected left turn phasing at Olive and Fruit to mitigate this traffic impact.

« The City is concerned that although the grade separation of McKinley Avenue and the
UPRR/HST corridors will also grade separate the McKinley/Golden State intersection,
the redistribution of these traffic movements to the new McKinley Avenue connector
does not appear to have been analyzed at the new intersection with McKinley Avenue.
The HST project may potentially create the need for signalization of this new intersection
along with the SR-99 northbound off-ramp to McKinley Avenue intersection which may
require signalization as well. On the east side, the City previously installed protected left
turn phasing at McKinley Avenue and West Avenue, so although the redistributed traffic
should be evaluated by the EIR/EIS, we do not anticipate operational problems at that
location at this time.

Pages 3.2.115-119 of Section 3.2.7 discuss the mitigation measures necessary for the
area surrounding the Downtown Fresno Station. The proposed mitigation measures fail to
provide adequate traffic mitigation, either due to not going far enough to address the needs, not
addressing specific performance standards or criteria for such future mitigation measures, or the
measures fail to be consistent with the City’s adopted General Plan and associated policies.
The proposed measures need to be modified as follows in order to provide adequate mitigation
measures:

* Intersection #6 (SR 99 NB Ramps/Ventura Ave): The intersection will meet signal
warrants at the time of HST project completion. Road closures will increase traffic to this
location and therefore the HST project should install the traffic signal with the initial
project construction.

* In regards to Table 3.2-53, “Future (2035) Plus Project Mitigation Measures — Fresno
Station”, the City is concerned that the DEIR/EIS does not prescribe a method for
implementing these mitigation measures. This project is being funded with one-time
money for this segment and assuming other project segments are funded in a similar
manner, those Federal dollars may not be eligible to implement future year mitigations
for a previously constructed project segment, thus creating a CEQA/NEPA issue for
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these traffic impacts. Furthermore the HST project’s reconfigurations, realignments and
road closures represent alterations to traffic patterns that will be permanent upon project
completion, thus creating the impact at the time of project construction. Therefore the
project must either construct these mitigation measures now with initial project
construction, or create a legally binding and enforceable agreement between the State
of California and City of Fresno for the construction of these improvements upon 180
days notice by the City when traffic conditions warrant the particular improvements.
Such an agreement should be consistent with existing case law (Anderson First) and
entered into prior to certification of the EIR/EIS.
The widening of a number of intersections and roadways would conflict with the City’s
2025 Fresno General Plan. Existing Plan policies giving the highest priority to street
improvements that will not jeopardize or negatively impact neighborhoods (GP E-1-c).
General Plan E-1-j Policy is directing pedestrian and other non-motorized travel
enhances complimenting safety and efficiency of the street system. The Central Area
Community Plan, Transportation, Circulation and Parking chapter articulates one major
objective by promoting pedestrian circulation and activity taking full advantage of the
aesthetic and convenience potentials. The Community Plan goes on to express the
importance of a user friendly circulation system and the linkage between local street
patterns, traffic and pedestrian flow to a major activity center. None of these policies will
be satisfied if overpasses are constructed with 30 foot berm which eliminates direct
street access and re-routes local traffic through adjacent properties. Overpasses which
are not ADA accessibly, walkability or conducive to non-motorized travel clearly conflicts
with existing general and community plan policies. There are no technical studies,
substantial evidence or discussion (e.g. cueing studies, traffic counts, evaluation of
properties adjacent to the proposed take-off or landing points of the overpass, calls for
graffiti removal, urban decay, potential aesthetic impacts, division of an existing
neighborhood) to substantiate the conclusion that an overpass would reduce impacts,
compared to an underpass option. Therefore, the City would not be supportive of
widening following intersections and roadways, specifically:

o Intersection #21, H Street and Kern Street

o Intersection #25, H Street and Tulare Street

o Intersection #26, Van Ness and Tulare

o Intersection #42, Van Ness and Fresno

o Intersection #66, Van Ness and Divisadero

o Intersection #74, Blackstone and Belmont

o Roadways: We do not support the widening of Tulare Street to six lanes between

Broadway and Van Ness, nor do we support the widening of Divisadero to six
lanes between Fresno Street and SR-41.

Intersection #24 would have to be a grade-separated intersection as only the underpass
(Tulare going under HST and UPRR) is viable for Tulare Street. The EIR/EIS fails to
address the impacts that would be created by an overpass at this location, such as
historic impacts to the Fulton Mall, impacts upon stadium and parking garage operations,
loss of circulation to businesses and visual impacts associated with an elevated
structure in close proximity to the main stadium entry. There are no technical studies,
substantial evidence or discussion (e.g. shadow analysis, calls for graffiti removal, urban
decay, potential aesthetic impacts, division of an existing neighborhood) to substantiate
the conclusion that an overpass would reduce impacts, compared to an underpass
option.
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« Why does the consultant believe that split phasing would be appropriate as a mitigation
measure for intersection 46 (Fresno and Divisadero)? This would seem to create a long
cycle length and poor and unacceptable LOS operations. Other options should be
considered as in reality this would tend to worsen, rather than improve LOS at this
location. The City requests further evaluation and revising of this mitigation measure to
an option that does not involve split phasing of this intersection due to operational
concerns.

* Intersection #63 (H and Divisadero) is being proposed for extensive widening (i.e. triple
rights, dual lefts, etc.) This mitigation measure may fit the CEQA definition of feasible,
however does not consider potential significant impacts (dividing an existing community,
or create inconsistency with the City’s Bicycle, Pedestrian and Trail's Master Plan).
Therefore, The City recommends the Authority evaluate a roundabout at this location to
provide adequate LOS without the significant amount of R/W acquisition which would be
necessary to implement the consultant’'s recommended “improvements”.

SECTION 3.4: NOISE

Section 3.4 includes discussion indicating that the track was assumed to be on an aerial
structure wherever top-of-rail elevations are more than fifteen feet above existing grade. The
City of Fresno is requesting additional analysis regarding the effects of vibration at the approach
and sub-grade along Golden State Boulevard between Belmont and Olive Avenues. There is no
substantial evidence, technical study or discussion of the potential impact of ground vibration
impact within the existing park setting, sensitive users and exotic animals.

SECTION 3.6: PUBLIC UTILITIES AND ENERGY

The City notes that Section 3.6 attempts to describe the potential impacts and mitigation
measures for public utilities and energy. The City has several comments on the Draft EIR/EIS
pertaining to the City sewer and water systems:

e The locations and sizes of major sewer lines should be identified that cross the study
area.

« In order to avoid sanitary sewer overflows and protect public health, thereby seeking to
mitigate potential impacts of the HST project, it is essential for the City to be able to
adequately clean and maintain the sewer collection system. To facilitate those
maintenance efforts there must be ready access to the system as follows:

o Any change in direction of the sewer collection system must occur at a manhole
to allow access to each reach for inspection and cleaning.

o Any new sewer collection system manhole or structure installed with the project
must be located to allow ready access by City of Fresno Collection System
Maintenance crews, equipment, and vehicles. Access must allow for the proper,
safe, and efficient orientation of equipment and vehicles. This includes acquiring
any necessary right-of-ways or easements.

o The construction of any new structures associated with the project must not
impact ready access to existing sewer collection system manholes or other
sewer collection system structures by City of Fresno Collection System
Maintenance crews, equipment, and vehicles. Access must allow for the proper,
safe, and efficient orientation of equipment and vehicles. This includes acquiring
any necessary right-of-ways or easements. Any proposed bypass during
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construction of new mains would be subject to the requirements of the City of cursory level review and that other water main crossings may be identified as the project
Fresno. progresses.
e The HST project has the potential to both impact the integrity of the existing mains and
thus impact public health and safety, as well as to restrict the City’s future growth 2. Due to ongoing planned water system capital improvement projects and anticipated future
through construction of the HST corridor which could preclude the installation of new growth within the City of Fresno 2025 Fresno General Plan boundary, the Water Division will
mains across the HST right-of-way. Therefore we believe the following mitigation would require the installation of steel casings to accommodate future water mains to be constructed
be appropriate for public utilities: after completion of the HST. As the project progresses, it is possible that additional locations
o All existing and Master Planned sewer, water, and recycled water facilities may be identified and shall be included in the HST project.
crossing the existing tracks and future HST tracks shall be required to have steel
casings. Any relocation or abandonment of existing water and/or sewer lines 3. Due to the significant number of potential water system impacts related to the proposed HST
shall be required to maintain service to all parcels. Replacement lines must be project, the Water Division requests the opportunity to complete the design of water facility
constructed to City of Fresno Standards. Also, all existing valves, manholes, and improvements by utility or reimbursement agreement. Should the design of water facility
any other above ground appurtenances shall be relocated outside of the improvements be completed under the HST project, all design documents shall be subject to
proposed HSR ROW. HSR shall provide steel casings crossing the alignment of approval by the City of Fresno Director of Public Utilities or his designee.
the HSR for future recycled water lines.
7036 4. The Water Division is presently designing a 24-inch water main that will originate in West
SECTION 3.8: HYDROLOGY AND WATER RESOURCES Fresno at the intersection of N. Hughes Ave/W. Olive Ave and terminate in downtown Fresno at
the Water Division’s proposed 3MG Water Storage Facility located at 401 H St (See the
The City of Fresno Water Division has reviewed the California High Speed Train attached exhibit). The project design is currently at the 60% stage. Existing design documents
Environmental Impact Report/Environmental Impact Statement-Merced to Fresno segment. for the 24-inch water main show the main crossing the proposed HST alignment at Mono St
Based upon the City’s review of the DEIR/EIS, the proposed project has the potential to greatly between G St and H St. This crossing will require a minimum 36-inch steel casing within the
impact the operation of the City of Fresno water system. However, with appropriate mitigation proposed HST right-of-way. Additionally, the 24-inch main is currently proposed in the G St
measure those impacts could be reduced to less than significant. The City’s comments and alignment paralleling the proposed Fresno Train Station alternative at G St/Tulare St. Due to
recommendations are as follows: the limited information provided regarding the Train Station footprint and potential impacts to the
G St. right-of-way, further information is requested by the Water Division to ensure the least
1. The HST will cross or displace through the relocation of roadways numerous existing water possible impacts to the design, construction, and operation of the proposed 24-inch water main.
mains. These mains are critical to the overall performance of the water system as they are At this point in time, the Water Division estimates that construction of the 24-inch water main will
generally near the UPRR and Freeway 99 alignments. Water main crossings of these existing precede construction of the HST.
alignments are currently limited and therefore need to be maintained to ensure adequate water
system distribution east and west of these alignments. 703-7 SECTION 3.11 SAFETY AND SECURITY
a) Existing water mains crossing the proposed HST alignment shall be maintained by The Draft EIR/EIS includes Table 3.11-3 concerning Fire Departments and Equipment.
reconstructing them in steel casings to allow the City of Fresno to maintain these facilities from The City has noted items in this table that need to be corrected:
outside the HST right-of-way.
Service Area:
b) Related water system appurtenances such and valves, blow-offs, air release assembles, City of Fresno and adjacent Fresno County areas under contract with the North Central
etc., shall be relocated outside the HST right-of-way. Fire Protection District and Figarden Fire Protection District.
c) Where water main crossings will exist outside the public right-of-way, the project shall Equipment:
provide dedicated water main easements to the City for the ongoing operation and maintenance 19 engines
of the facilities. 5 ladder trucks with at least 85 feet reach
1 USAR (urban search and rescue) apparatus
d) The must City reserves its right to increase the size of existing crossings or propose 2 water tenders
additional crossings as necessary to ensure existing levels of water service are maintained. 2 hazmat apparatus
2 brush rigs for vegetation fires
e) The City has previously provided to the Authority with a list of existing water mains that will be Hazmat decontamination trailer
impacted by the proposed HST alignment. It should be noted that this list is based upon a Light and air unit
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In Section 3.11.4.1, the following information should be added:

» The Fresno Fire Department is certified as a Type 1 Heavy Rescue and Regional Response
Forces with specialized rescue equipment and contracted access to additional equipment,
such as industrial cranes, as needed to respond to rescue emergencies in the Fresno
County line to Merced HST corridor through mutual aid as requested.

« Within the City of Fresno, there are significant emergency responses and fire protection
infrastructure issues created by the Shaw overcrossing and cul-de-sac installations on N.
Parkway between W. Ashlan and W. McKinley. Issues include over-length cul-de-sacs,
elimination of access to public hydrants, elimination of required second access points to
parcels, and locking parcels out of access to public streets. These issues need to be
discussed in detail with City of Fresno Public Works and the Fresno Fire Department.

« Within the City of Fresno, proposed new grade separations for HST and the UPRR will
result in a net overall reduction in response times throughout the HST corridor, however the
closure of the Divisadero at grade crossing will increase the time needed to deliver an a full
initial first alarm assignment to the area west of the closure.

e The roadway connection between Divisadero and G Street up to Belmont Avenue and
Wesley Avenue needs to be substantially improved in order to provide an alternate route for
emergency responders through the area. The EIR/EIS should evaluate and consider the
type of improvements that may be necessary, such as adequate paving surfaces and travel
lane widths to convey the kind and quantity of traffic to be re-routed through these other
street connections as a result of the Divisadero closure.

SECTION 3.12: SOCIOECONOMICS, COMMUNITIES AND ENVIRONMENTAL JUSTICE

In Section 3.12.4.1, Regional Population Characteristics, this section references the 703-10

2000 US Census. The 2010 US Census is now available and should be used to update this
entire section. Projected population growth may be lower than estimated, which would further
substantiate project impacts.

Concerning Poverello House as a women'’s shelter, the City wishes to note that
Poverello House serves three meals a day, 365 days a year, to anyone in need; offers
free medical and dental care through the Holy Cross Clinic; provides showers and laundry
services to the homeless; serves as a day shelter and safe haven for people on the
streets, houses a 28-bed residential alcohol and drug rehabilitation program, and a five-
bed transitional home; distributes free clothing; provides recreation, mail service,
transportation, and, in 2004, opened the Village of Hope, a temporary overnight shelter
for homeless people who want an alternative to the streets.

The City also has concerns regarding the sufficiency of analysis associated with the
significant impact of the project on the human and physical environment, including the need for
a comprehensive economic analysis of the project’s impacts as well as the significant impacts
on displaced, relocated or closed businesses. At a Special Meeting conducted on October 13,
2011, the Fresno City Council adopted a motion finding that the DEIR/EISs are legally
inadequate as currently drafted.

City of Fresno Draft EIR/EIS Comments
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As a preliminary matter, the DEIR notes the “economic and social changes resulting
from a project shall not be treated as significant effects on the environment.” However, an EIR
may trace a chain of cause and effect from a proposed decision on a project through anticipated
economic or social changes resulting from the project to physical changes caused in turn by the
economic or social changes. The intermediate economic or social changes need not be
analyzed in any detail greater than necessary to trace the chain of cause and effect. The focus
of the analysis must be on the physical changes, and there must be substantial evidence of
those physical changes. In this regard, economic or social effects of a project may be used to
determine the significance of physical changes caused by the project.

Here, the construction of HSR divides the existing City community, creating a physical
change, but the social and economic effect on the community would be a basis for determining
that the effect would be significant. Where an EIR uses economic or social effects to determine
that a physical change is significant, the EIR is required to explain the reason for determining
that the effect is significant. Further, economic, social, and particularly housing factors shall be
considered together with technological and environmental factors in deciding whether changes
in a project are feasible to reduce or avoid the significant effects on the environment identified in
the EIR. The EIR should contain information on these factors, and should be supported by
substantial evidence to support the analysis. (See CEQA Guidelines §15131.)

While CEQA does not require technical perfection in an EIR, it does require adequacy,
completeness, and a good-faith effort at full disclosure. (CEQA Guidelines §150039(i).)
Here, the City has concerns regarding the sufficiency of analysis and the adequacy of
mitigation measures including the following issues:

1. Complete “Corridor” Analysis For the City of Fresno: The City of Fresno serves

as a juncture for the Fresno to Bakersfield HST Section and the Merced to Fresno HST Section.

A draft EIS/EIR has been prepared for each of the Sections, both of which analyze slightly
overlapping portions of the HST corridor through the City, but not all of it. However, the City is
not physically divided into two sections, nor is the commercial and industrial business
community along the HST corridor, and the City is a single jurisdiction wherein property and
sales taxes are applied throughout the community. As a practical matter, the split analysis used
by the draft EIS/EIRs has the effect of assessing only a divided portion of the community,
including the significant number commercial and industrial business community located along
the HST corridor, which artificially reduces the significance of impacts and results in less-
effective mitigation measures. For example, the total number of displaced commercial and
industrial businesses within the City is not assessed by either EIS/EIR. Further, it is difficult to
determine the combined total impact as the EIS/EIRS for Merced to Fresno HST Section breaks
down the number of displaced/relocated businesses for other jurisdictions — but does not appear
to provide the same information for the City of Fresno. This information might be capable of
being derived by reviewing the details of supporting technical studies, but is not readily
available. To ensure the EIS/EIRs adequate assess the full impacts of the project, the City
recommends Section 3.12 of the EIS/EIR be updated to include a unified and complete analysis
of the of the entire portion of the HST corridor within the jurisdiction and sphere of influence of
the City of Fresno, and to present the summary of those findings and analysis in a clear and
readily assessable manner.
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2. Economic Analysis: The economic analysis, including property and sales tax, is
not comprehensive and appears incomplete. This seems to be a systemic issue with Section
3.12. For example, the draft EIS/EIR does not quantify loss of value of property adjacent to the
project. Even without this data the draft EIS/EIR still purports to estimate a total loss of tax
revenue — based on 2009 tax data averaged across multiple counties - which offsets the loss of
higher value property with lower value property in other regions. In addition, HSR properties
would also be permanently removed from the tax rolls However, the draft EIS/EIR does not
appear to state the amount of impact, but does assert the impacts would eventually be offset by
a multi-county average 3% increase in population almost a quarter century from now. No
mitigation is provided for the intervening period, nor are the funds adjusted to reflect the time-
value of money. An increase in property values may be associated in the area around the
station, but both EIS/EIRs appear to use this to offset loss of property values for their section,
effectively counting the increase in value twice. This would be resolved by a single analysis for
the entire HST corridor in the City. The EIS/EIR also acknowledges that some businesses will
close as a result of the project and/or contemplates relocation of projects out of the City’s
jurisdiction by up to 50 miles, but neither calculations as to the number of these businesses
closures are provided (including the effect of requiring a relocated business or home-owner to
immediately pay off a security interest or mortgage on a property that is “upside down” resulting
in a number of operations being driven out of business or being able to obtain credit to secure
equivalent commercial space or housing), nor are estimates as to the impact it would have on
the City’s property and sales tax revenue. Lost wages and revenues due to closure,
displacement or relocation, including impacts on the environment, should also be assessed.

These sorts of general estimates do not adequately assess project-level impacts, and as
a result, the City is unable to determine whether there will be funding available for public
facilities, infrastructure, services and other needs to address the impacts caused by the project
or if the draft EIS/EIR analysis is adequately addresses these issues. The City recommends a
comprehensive, project-level, economic analysis that assesses all the economic impacts from
the project within the jurisdiction of the City and its sphere of influence, including both
immediate, intermediate and long term impacts, including impacts on sales tax and property tax
revenues to the City, and uses the most current and updated data available. Mitigation
measures to reduce these impacts to less than significant, and ensure the City remains whole to
provide adequate funding for operation and maintenance of public facilities and services, must
also be included.

3. Urban Decay Analysis: In conjunction with the economic analysis issues, the
draft EIS/EIR does not appear to assess the physical deterioration impacts caused by
displacement, relocation or closure of businesses. Likewise, the analysis also does not assess
the impact of the project along the entire HST corridor within the City of Fresno, thereby
reducing significance of impacts. To ensure sufficiency of the EIS/EIR, the City recommends
analysis to include physical changes to the environment caused by the closure, displacement or
relocation of businesses for the entire HST corridor within the jurisdiction and sphere of
influence of the City of Fresno.

4. Methodology for Estimating Impacts: The number of displaced businesses and
employees appear to be based on estimates derived from aerial photographs, conceptual
engineering plans, profiles and right-of-way data showing potential parcel alternatives. If this is
the extent of the information, and the analysis is based on such estimates, then the EIS/EIR
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does not adequately assess current baseline conditions and project impacts required for a
project-level analysis. Actual, specific and reasonably available data is the superior alternative
as compared to estimates derived from photographs and planned uses. To ensure sufficiency
of this project-level EIS/EIR, the City recommends either field visits or direct communication with
all businesses anticipated to be displaced or relocated by the project to determine specific data
including i) the actual type of business being operated,; ii) the number of employees actually
employed; iii) the nature and type of entitlement (conditional use permit, etc.), if any, allowing
for operation of the business in the zoned district; and iv) any attributes of the business which
may limit or restrict its options with regard to relocation (e.g., a need for direct access to a
freight rail spur, special equipment requiring a building of unusual height or length, materials
requiring special infrastructure or treatment, silos or specialized storage facilities, larger yards to
accommodate heavy equipment parking and maneuvering, etc.).

5. Infrastructure Analysis: In assessing relocation, the draft EIS/EIR reviewed the
availability of commercial, retail and office space buildings, as well as commercial and industrial
businesses. These numbers appear to be based on vacancy rates in the same zip code with
the NAICS codes of the businesses being relocated shortened to only two digits and then
grouped into similar functional requirements. However, the NAICS numbering system employs
six-digit code at the most detailed industry level, with the first two digits designating the largest
business sector, the third digit designating the subsector, the fourth digit designating the
industry group, and the fifth digit designating particular industries. By reducing the NAICS
codes to only two digits, only very general categories of businesses are analyzed, such as
“retail trade”, rather than the full five digit designation within the retail trade category which
contains a wide variety of uses from a supermarket (445110), computer store (443120) and
automotive parts (441310). As a result, reducing the NAICS codes to only two digits to analyze
vacancy rate availability does not address whether there are actually vacancies for the particular
type of business use being displaced.

The City recommends additional analysis — using the complete six-digit NAICS number
code - to determine if relocation is actually feasible including i) whether the relocation buildings
have compatible infrastructure to allow for the relocated business to physically continue to
operate (see examples discussed in the item above); ii) whether the relocation buildings allow
for the same land use consistent with the City’s zoning ordinance, 2025 General Plan, and
applicable community and specific plans; iii) the economic viability of operating in the relocation
area; and iv) whether the number of relocation buildings comply with current safety and
entitlement requirements necessary to commence relocation in that structure (i.e., sidewalks,
fire sprinklers per current requirements, special water supply or sewerage requirements for
certain uses, etc.).

6. Economic Setting/Employment Data: Employment data for the City of Fresno
references 2000 and 2002 data. The draft EIS/EIR also notes a change in economic conditions
since that time resulting in the current economic downturn. Updated data, if available, should
be used to ensure an accurate baseline for analysis of project impacts.

The Proposed Mitigation is Inadequate

In addition the City’s concerns regarding the adequacy of the economic analysis
contained in the EIR/EIS’s associated with the displacement of businesses and economic
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impacts, the City has concerns that the measures proposed to mitigation these impacts are
inadequate. In addition to stating that the Lead Agency will fully comply with the requirements
set forth in the Uniform Relation Assistance and Real Property Acquisition Policies Act (42
U.S.C. Chapter 61) (“URARPAA”) and the California Relocation Assistance Act (Government
Code, section 7260 et seq.) (‘CRAA”") see MFEIR, pp. 3.12-59-3.12-60, the EIRs contain the
following mitigation measure:

SO-MM#2: Develop a relocation mitigation plan. Before any acquisitions occur,
coordinate with affected communities and counties to develop a relocation
mitigation and enhancement plan that will (1) arrange for meetings with affected
property and businesses owners and tenants to provide counseling and
assistance in applying for funding, including research to summarize loans,
grants, and federal aid available, and research of demographically similar areas;
and (2) collaborate with affected communities to develop enhancements and
address indirect social and psychological impacts on communities. Provide
housing of last resort if required.

This mitigation measure fails to meet the minimum requirements for such mitigation and
constitutes deferral of mitigation. This mitigation measure defers to the future the development
of a program to provide information and advice to individuals and businesses that will be
displaced by the HSR. Furthermore, this mitigation measures does not contain any specific
performance measures. As such, it is inadequate.

Compliance with the “URARPAA” and “CRAA” will also not serve to fully mitigate the
impacts to individuals, businesses and communities in which those individuals and businesses
are located. This is for the following reasons:

1. The URARPAA and CRAA place unrealistic caps on the amount of money the
Authority will pay to compensate displaced businesses that relocate. One example of an
unrealistic cap is the cap of $10,000.00 that the URARPAA and CRAA will compensate
displaced businesses for “actual reasonable expenses necessary to reestablish a displaced
farm, nonprofit organization, or small business at its new site.” (See URARPAA, section
4622(a)(4), CRAA, section 7262(a)(4), Appendix 3.12-A to EIR/EIS, section entitled
“Reestablishment Expenses”). $10,000.00 is unrealistically low because of the possibility that
businesses and/or non-profit organizations may need to obtain special permits or other
development entitlements from the City of Fresno (e.g. conditional use permit, site plan,
variance, rezone, plan amendment) in order to lawfully operate on another parcel within the
City of Fresno. The costs associated with obtaining these special permits or other entitlements
can easily far exceed the $10,000.00 cap, especially if significant environmental review
pursuant to CEQA is required. Attached to these comments is a copy of the portion of the
City’s Master Fee Schedule that sets forth the costs associated with processing various Special
Permits and other entitlements for your review and consideration. As such, the nature and
extent of the compensation available to displaced individuals, businesses and non-profits needs
to be reevaluated and increased as necessary to amounts that will fully compensate for all
actual costs associated with the displacement or relocation.

2. Neither the URARPAA, CRAA or SO-MM #2 address the potential adverse
impacts on the communities in which businesses and non-profits to be displaced operate if the
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business or non-profit chooses either to shut-down permanently or relocate to a location outside
the jurisdiction where the business or non-profit was originally located once the Authority takes
the property on which they operate. According to the Relocation Assistance Program
Brochures, Appendix 3.12-A, the Authority could actually facilitate businesses relocating away
from the City of Fresno as it will compensate a displaced business or non-profits for the costs of
moving within 50 miles of the business or non-profit's current location. The potential for lost
sales tax and property tax revenues to the City of Fresno, as well as the corresponding job
losses, resulting from businesses that shut-down completely or choose to relocate outside of the
City of Fresno constitutes a potential adverse economic impact. Specifically, it could result
adverse economic and physical impacts in the form of urban decay, as not only will the City be
dealing with trying to maintain the areas outside the HSR right-of-way that now lay vacant
because of the dislocated businesses and non-profits, but it also faces a significant reduction in
tax revenue that would otherwise be available in its general fund to pay for the cost of
maintaining these areas so as to avoid the incidences of urban decay, including graffiti,
vandalism and illegal dumping.

Both the URARPAA and CRAA state that the intent of these Acts is to minimize the
adverse impact of displacement which is essential to maintaining the economic and social well-
being of communities. (See, URARPAA, section 4621(a)(4) and CRAA, section 7260.5(a)(4).)
However, as discussed above, in the context of this project strict adherence to the minimum
criteria established by URARPAA and CRAA will not adequately minimize the adverse impacts
to the City of Fresno due to displacement.

To provide further assurances that the City of Fresno, as a community, will be held
harmless by the dislocations resulting from this project, Mitigation Measure SO-MM#2 must be
significantly modified to include as a performance measure, the establishment as a primary goal
of the relocation program to minimize as much as conceivably possible the actual shutting down
of businesses and/or non-profits, and ensuring that as close to 100% of the displaced
businesses and non-profits in the City of Fresno that are displaced are relocated to suitable and
economically viable locations within the City of Fresno. To ensure the success of this goal, the
Authority should strongly encourage the State Legislature to adopt various financial incentives
for dislocated businesses to relocate within the same jurisdiction their businesses were
originally located.

3. The relocation planning, assistance coordination, and advisory services required
by the URARPAA and CRAA does not constitute adequate mitigation as these Acts merely state
that the Displacing Agency, in this case the Authority, must develop a program in the future that
ensures that certain information and services are provided to individuals, businesses and non-
profits to be displaced. (See URARPAA, section 4625(c) and CRAA, section 7261(c).)
However, the measure defers the establishment of this program to some unknown time in the
future, fails to set forth any specific performance measures, and fails to mandate the necessary
funding and dedicated personnel for this relocation assistance program.

4, Nothing in the mitigation proposed addresses the potential for individuals and
businesses experiencing a significant increase in the property tax basis as a result of having to
acquire new property at a higher price for purposes of relocating or having to construct new
buildings to replace buildings acquired by the CHSRA. This could potentially result in significant
increases in the property tax liability of individuals and businesses that relocate.
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In summary, the Authority’s reliance upon its compliance with the URARPAA, the CRAA
and proposed mitigation measure SO-MM-#2 are insufficient to adequately mitigation the
significant adverse impacts associated with the project and displacement of individuals and
businesses. Accordingly, the City of Fresno respectfully requests that mitigation measures
substantially in the form set forth below be added to the both EIR/EISs:

Proposed Additional Mitigation Measures:

Mitigation Measure No. 1. Prior to the Authority’s certification of the EIR/EIS for the
Bakersfield to Fresno Section and the Merced to Fresno Section, the Authority shall enter into
an agreement with the City of Fresno and other relevant organizations, as authorized by
URARPAA Section 4632 and CRAA Section 7261.5, including the Economic Development
Corporation serving the County of Fresno, in which the Authority will agree to the following:

1. The CHSRA will use its best efforts and draft its policies related to relocation
assistance to minimize as much as feasibly possible the actual closure of displaced businesses
and non-profits within the City of Fresno and to maximize the number of displaced businesses
and non-profits that relocate to locations within the City of Fresno.

2. The CHSRA will raise the reimbursement caps set forth in the URARPAA and
CRAA related to compensating displaced businesses and non-profits to amounts that will
realistically compensate the business or non-profit for the actual costs of relocation, including
those costs associated with obtaining the necessary special permits, entitlements and building
permits to legally operate at a new location within the City of Fresno or construct new buildings
on the original site to replace buildings that were acquired by the CHSRA. The special permit,
entitlement and building permit costs would include any costs to construct or install additional
improvements, such as curbs, gutters, sidewalks, required as a condition of approval of the
special permit, entitlement or building permit.

3. The CHSRA shall establish a local relocation advisory assistance office(s) within
the City of Fresno to assist with displacement issues and in obtaining replacement facilities for
persons, businesses and non-profits which find that it is necessary to relocate because of the
CHSRA's acquisition of real property.

4, During the period when any property is being acquired for the project, and not
less than a period of 5 years from the date of certification of the EIR/EIS’s, the Authority will
provide all funding for the City of Fresno to hire qualified personnel, as reasonably determined
by the City to be necessary, to expedite the processing and approval of any special permit or
other entitlements necessary for a displaced or relocated business or non-profit to operate
within the City of Fresno.

5. During the period when any property is being acquired for the project, and not
less than a period of 5 years from the date of certification of the EIR/EISs, the Authority will
provide all funding for the City of Fresno to hire qualified personnel, as reasonably determined
necessary by the City, to expedite the processing of any necessary building permits (including
all necessary building inspections) for construction of new structures or the modification or
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expansion of existing structures on property for a displaced or relocated persons, businesses or
non-profits to allow continued operation and occupancy prior to the displacement or relocation.

6. The CHSRA will fund City personnel, as reasonably determined to be necessary
by the City, to be part of the staff implementing the Relocation Assistance Program for the
purpose of explaining to displaced businesses the steps necessary for the businesses or non-
profit to relocate within the City of Fresno and the City resources available to assist and
expedite the relocation process.

7. The CHSRA shall closely collaborate with the City in preparing a detailed
Relocation Assistance Program that includes time frames for implementation and specific
performance measures (e.g. business retention within the boundaries of the City of Fresno) that
will be included in the Memorandum of Understanding approved by the Authority prior
certification of the EIR/EISs. This detailed program shall include funding and resources for the
gathering of data for each displaced, relocated or impacted business or non-profits so the City
can determine the special permits and entitlements required for the new location as well as a
mechanism for establishing which businesses or non-profits should receive priority in
processing of entittlement and/or special permit applications. This program shall also specify the
number and specialty of each member of the coordinate Authority, City, EDC team necessary to
counsel displaced businesses and non-profits, and facilitate and process any applications for
financing, special permits, entitlements, etc., for displaced or relocated businesses or non-
profits within the City of Fresno.

8. The CHSRA shall use its best efforts to encourage the California State
Legislature and Governor to adopt economic and financial incentives for displaced businesses
to relocate within the jurisdiction the business was in prior to displacement.

9. The CHSRA shall acquire and pre-entitle commercial and industrial property
within the City of Fresno and make this property available to those businesses and non-profits
within the City of Fresno that are required to relocate because the CHSRA has acquired their
property requiring relocation of the business or non-profit.

10. The CHSRA shall establish and fund an ombudsman, and supporting staff and
facilities as may be reasonably necessary, with an office located within the City of Fresno and
open to the public during expanded business hours and for a period commencing upon approval
of the project until six months after rail service on the HST becomes publically available. The
role of ombudsman shall be to answer questions, address citizen concerns and interests, and
inform the public regarding specific details associated with all phases of the project, including
implementation, construction details (closures, detours, traffic impacts, etc.) and operational
aspects of the HST project. The ombudsman shall act as an intermediary or liaison between
the CHSRA and the citizens and businesses of the City of Fresno. The ombudsman shall also
be able to investigate complaints from the public relating to the HST construction process and
attempt to resolve them, including providing recommendations to the Authority, and be able to
identify organizational roadblocks running counter to the interests of the impacted community.
The ombudsman shall also report directly to the project manager responsible for the
construction of all aspects of the HSR sections that are located within the City of Fresno or its
sphere of influence. The CHSRA will provide reasonable notice to the public within the City of
Fresno, through a local newspaper of general circulation, radio/television announcements,
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billboards or displays, of the existence and general role of the ombudsman and methods of
contacting the ombudsman.

Mitigation Measure No. 2: The CHSRA shall ensure that property owners, businesses,
non-profits and residents are fully compensated for any increase in tax basis, arising from
displacement or relocation and resulting in increased property tax liability, because they either
have to relocate to new property that has a higher tax basis or because they have to construct
new buildings or facilities on the original sites to replace buildings or facilities that were acquired
by the CHSRA.

Mitigation Measure No. 3: The CHSRA shall ensure that owners of property that the
CHSRA intend to acquire in whole or in part that are encumbered with mortgages secured by
deeds of trusts, notes or other instruments with remaining balances in excess of the fair market
value of the property are not financially impacted by having to immediately pay off the remaining
mortgage balance in excess of the property’s fair market value. CHSRA will either agree to pay
the remaining instrument balance, negotiate with the holder of the instrument to reduce the
balance to the property’s fair market value, or work with the holder of the instrument to transfer
the encumbrance to relocation property of equivalent value, such that the displacement or
relocation will not result in an additional financial impact.

SECTION 3.15 — PARKS AND OPEN SPACE

The Draft EIR/EIS states that the Authority will work with the City of Fresno as the park
owner to mitigate noise impacts. This impact could be mitigated to less than significant by
addressing noise at Roeding Park, unless the City of Fresno declines sound mitigation, in which
case the impact would remain significant and unavoidable under CEQA. The CHSRA and the
City of Fresno should jointly review the proposed mitigation measures which reduce impacts
based upon empirical data. The City is requesting that mitigation be developed with more
specificity, prior to the certification of the EIR/EIS. For example, mitigation measure PK-MM#4
proposes to construct a wall from ten to fourteen feet. The result of noise impact significantly
changes with these heights.

Section 3.15.4.1 notes that “Roeding Park, a regional park and the first park in the City
of Fresno, is part of a local historic district and eligible for the National Register of Historic
Places (NRHP).” The City wishes to note that Roeding Park, a regional park and the first park in
the City of Fresno, is part of an eligible local historic district and eligible for the National Register
of Historic Places (NRHP). The City has not gone through a formal process to establish the
District, pursuant to Fresno Municipal Code, Article 16, Historic Preservation Ordinance.

Section 3.15.5.3 notes that “Construction activities would occur adjacent to the eastern
boundary of Roeding Park, but no temporary use of parkland for construction purposes is
anticipated. Temporary construction impacts such as noise, dust, and visual changes would be
minor and would not substantially reduce the value of the resources.” The City’s response to
this statement is first to note that all of the proposed alignments utilize the same space along
the Golden State Boulevard segment between Belmont and Olive Avenues, which are
immediately adjoining the regional park. To ensure the safety of park user and minimally impact
the existing open space would require that a portion of the park would be closed during
construction to provide an appropriate barrier between temporary construction activities and
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public access for recreational purposes. The CHSRA and the City of Fresno should develop this
mitigation measure related to the necessary spatial requirement and compensation for that
temporary use, prior to the certification of the EIR/EIS.

Section 3.15.5.3 indicates that the proposed projects described in the master plans
would not conflict with the adjacent HST alternatives, except for the new park boulevard
entrance and exit at Golden State Boulevard....However, Golden State Boulevard would be
closed under the HST project (i.e. the project would require the closure of the Golden State
Boulevard east of Roeding Park, precluding a direct connection). This would therefore conflict
and preclude the full implementation of the adopted Zoo Master Plan. The Roeding Park
Master Facility Plan and environmental impact report identify the new entry onto Golden State
Boulevard as a “first phase priority” with an anticipated completion by 2014 or earlier. This plus
the master plan planning horizon of 2020 clearly make this project foreseeable, within the HSR
planning horizon of 2035. We recommend a mitigation measure be developed whereby the
project compensates the City of Fresno for the redesign of the circulation system, entitiement
fees, subsequent environmental review, and possibly reconstruction cost associated with direct
modification as result of the project. This mitigation measure should be developed and agreed
upon by the parties, prior to the certification of the EIR/EIS.

Section 3.15.6.2 includes Mitigation Measure PK-MM#4. It is assumed that a sound
barrier would be 10 to 14 feet tall and have aesthetic treatment. A 10-foot-high sound barrier
would reduce noise to 64dBA at 250 feet inside the park and residual noise effects would occur.

A 14-foot-high sound barrier would reduce noise effect effects to within 1dB of no
impact. The City’s comment on this mitigation measure is that to avoid adverse impacts to the
park and its potential historic eligibility we would hope that every effort would be made to retain
the bucolic setting of the park by minimizing project effects on mature landscaping, zoo patrons
and the animals within the exhibits in proximity to the project. Therefore, the City is
recommending that the proposed mitigation measure be modified to state that a 14-foot-high
sound barrier will be installed with a minimum five foot landscape buffer to further mitigate
potential aesthetic impact. The project would be required to submit a set of landscaping plans to
the City of Fresno for review and final approval of planting materials. Such a modification to the
mitigation measure would potential reduce park, historic, noise and aesthetic impacts
associated with this project.

SECTION 3.16 — VISUAL AND AESTHETIC

In Section 3.16.5.3 of the Draft EIR/EIS, the document states that “Characteristics of
typical HST components as well as the potential to affect the aesthetic environment are listed in
Table 3.16-2. (Street Modifications, Retaining Walls)”. The Draft EIR/EIS fails to address the
visual impacts upon existing neighborhoods and business districts in close proximity to the
proposed overpasses/grade separations. At the proposed overpasses for McKinley/UPRR,
Olive/lUPRR and Belmont/UPRR, existing residential neighborhoods will have their aesthetics
altered significantly by the proposed overpasses. The City notes that the plans included in the
EIR/EIS propose a vertical retaining wall that would be directly at the backyards of many homes
and that “where appropriate, retaining walls would include aesthetic design treatments (such as
patterns)” (Page 3.16-26). The aesthetic design treatments would not be adequate to fully
mitigate aesthetics and the potential for a socioeconomic impact of urban blight. The walls
would not only have the potential to be visually oppressive, but would also be the target for
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703-18 . . . . . 703-19 . . . . . . .
graffiti which the City could not afford to keep clear of graffiti. Therefore the project should be e We are also recommending that the downtown rail station discussion, which appears in the
constructing underpasses at Olive Avenue and McKinley Avenue if at all possible. Fresno to Bakersfield segment be incorporated into this document. We recognize this as
ensuring continuity between the two documents which clearly overlap.
It is recognized that the Belmont underpass conflicts with the HST vertical profile and
therefore an overpass would be necessary. However, the Belmont Avenue overpass is 703-20
proposed to utilize a sheer vertical retaining wall on the Roeding Park side (north) on the west SECTION 3.18 — REGIONAL GROWTH
approach to the HST/UPRR crossing. This would contribute to a significant aesthetic impact
upon Roeding Park with high concrete walls being constructed on the north, east and south Section 3.18.2 concerning the City of Fresno General Plan should be revised to ensure
sides of the park. To minimize this significant impact, the Belmont Avenue overpass should be consistency with the planned land use and other applicable policies with the Fulton Corridor
re-evaluated to incorporate a well-designed landscaped embankment on the north side of Specific Plan, Downtown Neighborhood Plan, Downtown Development Code and the Fresno
Belmont for the western bridge approach, utilizing the existing street right-of-way currently General Plan, and related Development Code. Information is currently available on the City of
occupied by the traffic circle and the Golden State approach roadways, so as not to encroach Fresno website at: www.//www.fresno.gov.
into any park lands. The tree selection and plantings should be complementary with Roeding
Park and designed by a licensed landscape architect. Olive Avenue, as discussed previously, Section 3.18.5.3 includes construction-related employment effects. It is not clear how the
should be an underpass so as to eliminate the aesthetic impact of a high, concrete wall on the $156,000 annual wage for construction workers was derived. It seems high to the City of
north side of the park. This would leave only the 14' high sound wall on the east side, which is Fresno.
needed for noise mitigation but could have its visual impact minimized through incorporation of
a mural and well-designed architectural treatment. VOLUME lIl: ALIGNMENTS
703-19 SECTION 3.17 — CULTURAL RESOURCES 70321 The conceptual 15% plans in Volume Il call for an overpass at McKinley Avenue with
8% grades on the approach roadways, a “Pedestrian Bridge Study Area, Final Location to be
The City has a number of comments on this section of the DEIR/EIS as follows: Determined in 30% Design” and a new McKinley Avenue Connector to reconnect Golden State
« The City notes that the Belmont Circle, the Belmont Underpass and Railroad Bridge (all and McKinley, with a new intersection on McKinley Avenue approximately 250 east of the State
1932 resources) evaluation for potential historic significance was omitted. The City is Route 99 Northbound Off-Ramp to McKinley Avenue. At McKinley Avenue, the overpass as
recommending that these existing features be evaluated for their potential contribution as a proposed with 8% grades is not only a significant impact to pedestrians, it also adversely
historic resource. This evaluation shall include the preparation of DPR forms and be impacts the location of the touchdown point at the west end. The intersection of McKinley
performed by an individual or firm which meets or exceeds the Secretary of Interior minimum Avenue with the required McKinley/Golden State connector would likely need to be signalized in
professional standards as part of the environmental compliance for this section of the HSR the future and the McKinley/NB SR-99 off-ramp intersection meets signal warrants today, thus
corridor. creating a problem with closely spaced intersections in close proximity to the freeway and a
potential mandatory design exception with Caltrans. The City believes an underpass at
« “Forestiere Underground Gardens is in the direct path of roadway improvements associated McKinley needs to be evaluated in order to provide a viable circulation system and to
with all three alternatives... Construction would result in the physical demolition, destruction, adequately mitigate to a less than significant level traffic impacts from the HST project. The City
damage or substantial alteration of the northeast corner of the property...” - 1. The City is does concur with the use of a McKinley-Golden State Connector and with the eastern end of the
requesting additional studies regarding direct impacts including potential ground vibrations grade separation needing to maintain a McKinley/West intersection to preserve critical turning
directly generated from construction and operations of the HSR; 2. Recommend that Arch- movements.
MM#4 (mitigation measure) be required for this site, to not only ensure and protect the
Gardens but also to provide oversight for other sub-surface resources that have been found 703-22 The conceptual 15% plans shown in Volume IIl include a major reconstruction and
in the past (Hinojosa Property) immediately adjacent to the footprint of the Gardens modification of the freeway interchange at Clinton Avenue and SR-99. The City is concerned
about the lack of pedestrian connectivity between the east and west sides of SR-99, in that the
¢ HPSR: The consultants found that none of the 88 resources evaluated were eligible for proposed reconstruction of the freeway interchange at Clinton Avenue and SR-99 will sever the
designation to the National or California Registers (beyond three already identified: Roeding existing pedestrian connectivity between Motel Drive and the Clinton Avenue/Vassar Avenue
Park, Weber Overcrossing and the Forestiere Underground Gardens). Upon review and area. The EIR/EIS should evaluate the need for a pedestrian overcrossing so as to avoid a
comment by the Historic Preservation Commission , the Commission supported both the potential socioeconomic impact of dividing an existing community, by requiring pedestrians to
McCardle Home, Acme Building COmpany and Zacky Farms as potentially eligible for walk all the way to McKinley Avenue and then return north along local streets west of SR-99, as
designation to Fresno’s Local Register of Historic Resources. This evaluation shall include compared to the direct connection they have today.
the preparation of DPR forms and be performed by an individual or firm which meets or 703-23
exceeds the Secretary of Interior minimum professional standards as part of the The conceptual 15% plans shown in Volume il call for the existing overpasses at
environmental compliance for this section of the HSR corridor. Tuolumne and Stanislaus Street in downtown Fresno to be reconstructed to span both UPRR
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703-26
703-23 and the HST alignment. The reconstruction includes approximately 8% grades on the demand requires the construction of a parking garage, the garage should be placed on
approaches and calls for a separate pedestrian overcrossing somewhere between Tuolumne the site of the surface parking and its size should incorporate the spaces provided by the
and Stanislaus. Underpasses should also be constructed at the Stanislaus/UPRR/HST and lot.
Tuolumne/UPRR/HST crossings. The proposed overpass creates potentially significant
environmental impacts in terms of lack of local street connectivity, circulation, ADA compliance, 3. In the block bounded by H St., Mono St., the UPRR, and Inyo St., the existing row
aesthetics and socioeconomic/environmental justice issues of a significant barrier being placed warehouse along H St. should be shown as retained, particularly in light of the above.
between communities to the east and west of this crossing. The City has analyzed the vertical
curves for these streets as underpasses and has determined that the underpass will be shorter, 4. A taxi & shuttle pickup area is shown near the station’s west entrance. This facility
extending only from F to H Streets (similar to the Fresno Street underpass), thus providing for should be placed near the station’s east entrance instead, perhaps as part of the future
greatly reduced structure costs and superior circulation. It will also be possible with the street intermodal transit center shown at the corner of Mariposa St. and H St., or incorporated
going under UPRR/HST to provide ADA-compliant sidewalks, thus eliminating the need for a into the eastern bus stop and kiss & ride areas. An eastern location would allow this
separate pedestrian bridge and the problem of two ADA non-compliant bridges. transit service to serve the downtown area in addition to the station itself.
703-24 The grade separation plans show local streets being terminated at the vertical retaining 5. In the programming of the station itself, the western entrance should be conceived as
walls for the City's major streets that would be reconstructed as overpasses extending over secondary in function to the eastern entrance.
UPRR and HST (and in one case BNSF). The plans shown in the technical appendices fail to 703-27
address public safety and impacts to neighborhoods associated with the proposed concepts of The City continues to support a Mariposa alignment for an east-facing station over the
local street terminations. The City is concerned that the EIR/EIS does not appear to have previously proposed west-facing station on a Kern St. alignment. Presently several thousand
analyzed the potential for these dead-end streets to physically divide established communities. parking spaces exist in publicly and privately owned off-street facilities within walking distance
It is not permissible or appropriate to dead-end a local street without a cul-de-sac for turnaround of the station. The proposed new parking facilities depicted in the diagrams should only be
purposes or alternatively with a local frontage road paralleling the realigned or developed when the parking demand in the area exceeds the available supply. New parking
elevated/depressed major street. In order to properly and adequately connect local streets that facilities should not be developed on a speculative basis. The land where potential future
serve residential, commercial and industrial areas, the project will need to acquire additional parking facilities are depicted should remain available for other types of appropriate downtown
right-of-way to either cul-de-sac local street, or to reconnect them to each other via local development and use, unless and until the parking facilities are developed.
frontage roads.
Should you have any questions regarding the City's comments on the draft EIR/EIS, please
703-25 On a more general note, the conceptual 15% plans depict numerous partial and full contact our Assistant City Manager Bruce Rudd at (559) 621-7770 or our City Engineer Scott
acquisitions. The Draft EIR/EIS fails to address the economic impact of the creation of Mozier at (559) 621-8650.
numerous parcels which may no longer have any development potential, or a greatly reduced
potential. The environmental document does not speak to what will occur with this remnants Sincerely,
and unusable slivers. The City is greatly concerned over the loss of land for economic
development, loss of property tax revenues and sales tax revenues, as well as the potential for
blight created by the HST project. The EIR/EIS needs to quantify these impacts and to provide Mark Scott
appropriate mitigation to the community for these impacts. City Manager
703-26 Regarding the Fresno Station Area, the diagram shows the block bounded by Broadway,
Fresno, H, and Merced Sts. in its present configuration. The site should be shown as Attachment: Downtown trench alternatives
reconfigured back to a traditional street grid, and developed over time with ground floor retail. In
addition:
1. The frontage on the south side of Fresno St. and both sides of Mariposa St. between
Broadway and H Sts. should also be shown as lined with ground-floor retail uses.
Mariposa in particular is a key pedestrian passage from the station to the commercial
core of the downtown, and surface parking lots and blank building walls would act as a
pedestrian deterrent.
2. In the two blocks bounded by H St., Mono St., the UPRR, and Kern St., there should
not be a parking structure placed farther from the station than a surface lot, as shown. If
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703-1

Consistent with requirements specified under state and federal law, the Authority
recognizes its obligation to pay for costs associated with the project, including right-of-
way acquisition, residential and business relocation, project construction, system
operation, and implementation of adopted environmental mitigation measures, as
identified in FEIR/EIS. Following approval of the EIR/EIS, the Authority will work with
city staff with regard to items needed for project construction, including, for

example, plan checks for public improvements, traffic control plan reviews, and
construction-related inspections. To facilitate this cooperation, the Authority intends

to enter into an agreement with the city that describes the activities, terms and
conditions with which the city's project review and approval process will occur.

703-2

Through further engineering and discussions with Fresno, the trench option was found
to be considerably more costly without providing the intended benefits. Trenching the
HST alone would not provide desired benefit to Fresno and while trenching both HST
and UPRR would be possible, it would be even more costly and critical spur lines would
be overly constrained and impractical. Additionally, this option would require a longer
construction period, which would not meet the Federal ARRA funding requirements.
Through cooperative discussions, the Authority and Fresno reached agreement on an
at-grade profile with some areas of the profile lowered where possible.

703-3

In regards to the City's concern about Construction Transportation Plan, specific
construction measures requested by the City (on Pages 5 & 6 of the comment letter)
have been added to Section 3.2.6 Transportation Project Design Feature in the
FEIR/EIS. See MF-Response-TRAFFIC-1.

In regards to the City’s concern about emergency response access, Section 3.11
(Safety and Security) discusses detours around construction sites and how potential
construction phasing of roadway overcrossing construction would be implemented. The
project design features includes development of a detailed Construction Transportation
Plan (CTP), which will be coordinated closely with the City of Fresno. The contractor will
develop the CTP on behalf of the Authority in cooperation with the City of Fresno, which
will include a traffic control plan to address temporary road closures, detour provisions,

703-3

allowable routes, and alternative access. By developing the CTP and traffic control plan
in cooperation with the City of Fresno and other jurisdictions, the Authority will
collaborate with those affected by project construction to ensure that adequate
emergency access is maintained. Additional provisions and agreements for providing
emergency access in the City of Fresno would be made in the MOU that is currently
being negotiated with the city.

In regards to the City's comment on full construction of Veterans Boulevard, the
Authority and FRA are only responsible for the project and effects as defined in the
EIR/EIS. The EIR/EIS includes a portion of the Veterans Blvd construction. Additional
development of this project would be the responsibility of Fresno.

In regards to the City's concern about specific mitigation measures (TR MM#6), Traffic
mitigation measures TR MM#1 through TR MM#11 provided in the EIR/EIS would
reduce potential effects to less than significant. The Authority is working with the City of
Fresno on the specific details to complete these mitigation measures, through
memorandum of agreement with the City and equal to or more effective than the
measures provided in the DEIR/EIS.

In regards to the City's comment on Carnegie Closure analysis at intersection 9,
Figarden/Bullard - In response to the City’s comment, further analysis was conducted at
this intersection. During the analysis, the project team noticed that the current geometry
at this intersection is different from 2009 field verification during initial analysis. Per the
City’s comment, analysis was further refined at this location with the updated geometry,
and mitigation measures were identified accordingly to reduce the project impact to less
than significant level. Detailed analysis at this location is presented in the Final EIR/EIS.

In regards to the City's comment on Shaw Avenue grade separation and Intersection 1,
Golden State Boulevard and Santa Ana Avenue - Signalization and the provision of two
northbound left turn lanes and two westbound receiving lanes will occur at

this location as part of the Shaw Avenue grade separation and will be reflected in final
design.

In regards to the City's comment on Carnegie Closure analysis at Intersection 2,
Cornelia Ave/Santa Ana Ave -The curved alignment at this location has been

() CAUFORNIA ~ @y iz

High-Speed Rail Authority sttt

Administration

Page 19-75



CALIFORNIA HIGH-SPEED TRAIN PROJECT EIR/EIS
MERCED TO FRESNO SECTION

Response to Comments from Local Agencies

Response to Submission 703 (Mark Scott, City of Fresno, October 13, 2011) - Continued

703-3

incorporated into the design, and the traffic analysis was updated accordingly. Based on
the revised alignment, there would not be any impact at this location, and no mitigation
would be necessary. Revised traffic analysis at this location is included in the Final
EIR/EIS.

In regards to the City's comment on Carnegie Closure analysis at Intersection 3,
Cornelia Ave/Shaw Ave, the analysis was further refined at this location to identify
mitigations for LOS E conditions. Revised traffic analysis is included in the Final
EIR/EIS.

In regards to the City's comment on Carnegie Closure analysis at Intersection 5, Blythe
Ave/Shaw Ave - Based on the City’'s comment, analysis was further refined to include a
right-in/right-out at the Shaw Ave/Jennifer Ave intersection. The intersections of Blythe
Ave / Shaw Ave, Brawley Ave/ Shaw Ave, and Figarden Dr/ Gates Ave were re-
analyzed to reflect the changed traffic patterns at Jennifer Ave and Shaw Ave. The
revised analysis shows that the intersections of Shaw Ave / Brawley Ave and Figarden
Dr/ Gates Ave would continue to operate at acceptable LOS under both Existing plus
HST project and 2035 HST project conditions. However intersection of Shaw Ave and
Blythe Ave would be impacted by the project under existing and 2035 HST project
conditions. Mitigations are identified at this location to reduce the project impact to less
than significant level. Detailed analysis and mitigations will be presented in the final
EIR/EIS.

In regards to the City’'s comment on Shaw Avenue grade separation and Intersection 7,
Cornelia Avenue and Golden State Boulevard - Signalization will occur at this location
as part of the Shaw Avenue grade separation and will be reflected in final design.

In regards to the City's comment on Carnegie Closure analysis at Intersection 14,
Veterans Blvd/Bullard Ave - Per previous coordination with the City staff, information
from the Veteran's Blvd Traffic Operations Report (TOR) was used in the traffic analysis
for 2035 No Project conditions. However, it should be noted that the HST project
proposes to close Carnegie Ave in conjunction with the shift of Golden State Blvd. The
impact of the Carnegie Ave closure was not included in the Veteran’s Blvd TOR. This is
a HST specific impact, hence the difference in traffic issues.With the Carnegie Avenue
closure, all the traffic accessing Golden State Blvd via Carnegie Ave would detour along

703-3

Bullard Ave and Veterans Blvd to access Golden State Blvd. This would result in
impacts to the Veterans Blvd/Bullard Ave intersection. Traffic mitigation measures TR
MM#1 through TR MM#11 provided in the EIR/EIS would reduce potential effects to less
than significant. The Authority will work with the City of Fresno to revise these mitigation
measures so they are acceptable to the City and equal to or more effective than the
measures provided in the DEIR/EIS.

In regards to the City's comment on Carnegie Closure analysis at Roadway 5, Veterans
Blvd between Golden State Blvd and Bullard Ave - The roadway widening mitigation is
required to reduce the potential impact to a less than significant level. The Authority will
work with the City of Fresno to revise these mitigation measures so they are acceptable
to the City and equal to or more effective than the measures provided in the DEIR/EIS.

In regards to the City's comment on SR 99 realignment analysis at Intersection 11,
Clinton Ave/Weber Ave - Clinton Ave/Weber Ave — Per the City’s comment, eastbound
dual left turn have been incorporated into the design plans for the final EIR/EIS.

In regards to the City’s concern about insufficient analysis for Olive Avenue overpass
near Golden State Blvd — intersection analysis has been performed at these locations to
capture the effects of proposed overcrossings and elimination of existing at-grade
intersections. Based on the intersection analysis, traffic signal is proposed as mitigation
at the intersection of Olive Ave/N West Ave. At the intersection of Olive and Fruit, the
project does not have any impact under existing or future conditions, hence no
mitigation is proposed.

In regards to the City’s concern about insufficient analysis for McKinley Avenue
overpass near Golden State Blvd — intersection analysis for the Golden State Blvd
closure is included in the EIR/EIS which includes the intersection of new McKinley
Avenue connector. The project proposes to provide signal at the new connector with
McKinley Avenue and this has been included in the analysis provided in EIR/EIS, Based
on the analysis it is found that the project does not impact SR 99 NB ramp at McKinley
Avenue, hence no mitigation is provided at this location.

In regards to the City’s concern regarding widening a number of intersections and
roadways around Fresno HST Station- Traffic mitigation measures TR MM#1 through
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703-3

TR MM#11 provided in the DEIR/EIS would reduce potential effects to less than
significant. The Authority will work with the City of Fresno to revise these mitigation
measures so they are acceptable to the City and equal to or more effective than the
measures provided in the DEIR/EIS.

In regards to comments relating to Fresno Station:

Intersection #24: G St/Tulare St — Tulare Street overpass option analysis is presented in
the final EIR/EIS.

Intersection #46: Fresno St/Divisadero St, and Intersection #63: H St/Divisadero St -
Mitigation measures provided in the EIR/EIS would reduce potential effects to less than
significant. The Authority will work with the City of Fresno to revise these mitigation
measures so they are acceptable to the City and equal to or more effective than the
measures provided in the DEIR/EIS.

703-4

See MF-Response-NOISE-4, MF-Response-NOISE-5 and MF-Response-NOISE-1.

703-5

The location and size of major sewer lines that are impacted by the project including
those to be relocated to outside the HST right-of way (ROW) to the new Golden State
Blvd (GSB) ROW and the new State Route 99 (SR99) ROW will be shown in the Final
Design Plans (Plans).

The maintenance access to the sewer collection systems are provided:

The Plans show changes in direction of the sewer collection system occur at sewer
manholes, i.e., sewer lines are straight between manholes.

Sewer mains along the GSB and manholes are located in the center of the proposed
GSB in accordance with City of Fresno Standard Drawings. Sewer lines crossing the
HST ROW and GSB ROW perpendicularly or diagonally are located where sufficient
space and right-of-way (or easement) are present or available.

Construction contract’s special provisions require that the full operation and functioning

703-5

of the existing sewer collection system be maintained and undisrupted. Such provisions
also require that the Design-Build Contractor coordinate with -- and obtain approval from
-- the City of Fresno for construction work near the existing sewer lines, and that the
Contractor’s interim bypass pumping plan, final connection/switching plan and
commissioning/capping plan be reviewed and approved -- and the installation of such be
inspected -- by the City of Fresno.

The provision to allow future growth and installation of future sewer lines along the HST
corridor:

Along the HST ROW, all points of crossing of existing and future water and sewer lines
in the City of Fresno’s Water and Sewer Master Plans (as identified by the GIS
ShapeFiles provided by the City of Fresno) are provided with steel casings (for lines 16”
and less in diameter) or reinforced concrete pipe (RCP) casing (for lines 18" and greater
in diameter.) The Plans show that relocation, replacement and abandonment of
existing water and sewer mains necessitate that the existing service lines, laterals and
hydrants be reconnected to the new sewer/water mains. The Plans also require that the
Contractor follow and meet City of Fresno Standard Drawings for Water and Sewer
Systems. All existing water and sewer facilities, structures and appurtenances are
relocated to outside the proposed HST ROW. All future water lines for recycled water or
potable water that are in the City of Fresno Water Master Plan (as identified by the GIS
ShapeFiles provided by the City of Fresno) are provided with steel casings or RCP
casing.

703-6

1.  Water main crossings the HST: The final design plans (Plans) will show that water
main crossings at HST are preserved and protected.

a)  The existing water mains crossing the proposed HST right-of-way (ROW) are
maintained and steel casings provided. Valves are provided on both ends of the casing
outside the HST ROW for future maintenance.

b)  All water system appurtenances such as valves, blow-offs, air release assemblies
are located outside the HST ROW.

c) All water mains are relocated to within the existing or future public ROW. The
Plans show that new 14" and 8" water mains along Golden State Boulevard are located
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7 feet and 15 feet from the face of curb toward the center of the roadway.

d) The Plans include empty casings for the City of Fresno’s future water line crossing
at the HST ROW. The empty casings are located and sized in accordance with the
water system ShapeFiles provided by the City of Fresno.

e) The Plans are the procurement documents for the design-build bidding and
construction. Additional crossings may be included in the construction contract as they
are identified and requested by the City of Fresno, in accordance with the Utility
Agreement(s) currently under negotiation between the Authority and the City of Fresno.

2. Additional steel casings for water main crossings may be included in the
construction contract as they are identified and requested by the City of Fresno, in
accordance with the Utility Agreement(s) currently under negotiation between the
Authority and the City of Fresno.

3. Whether the City of Fresno or the Design/Build Contractor will carry out the final
design of the water facility relocations/improvements will be based on the Utility
Agreement(s) currently under negotiation between the Authority and the City of

Fresno. The Construction contract’s special provisions will require that the Design/Build
Contractor coordinate with and obtain approval from the City of Fresno for all utilities
under the jurisdiction of the City of Fresno’s Department of Public Utilities.

4.  The proposed water line is located within the Fresno-Bakersfield Segment and the
comment should be responded by the Fresno-Bakersfield Regional Consultant.

703-7

The requested revisions regarding the service area, fire equipment, and Type 1 Heavy
Rescue and Regional Response Forces certification have been in made in Section 3.11,
Safety and Security, of the Final EIR/EIS. Comments regarding emergency response
and fire protection associated with the Shaw overcrossing, cul-de-sac installations,
Divisadero crossing closure, and connection between Divisadero and G Street are
noted; the project design will include coordination with emergency responders and City
of Fresno Public Works to fulfill response route needs and improvements and to
determine the required relocation of fire protection infrastructure such as fire hydrants.

703-8

The 2010 US Census data was not available when the DEIR/DEIS was getting
prepared. Census data has been updated with 2010 data in the FEIR/EIS where data is
available.

The Proverello House community facility has been added to the table in Section 3.12,
Socioeconomics, Communities, and Environmental Justice. In addition, this community
facility and information about services provided has been incorporated into Appendix B,
Community Facilities, in the Community Impact Assessment.

703-9

The Merced to Fresno section does not bisect any communities. In Fresno, all the HST
alternatives are adjacent to the existing transportation corridors which originally bisected
the community and the HST project would add incrementally to these corridors. Access
is still maintained across all corridors to ensure the community remains connected. See
MF-Response-SOCIAL-4 for additional information. Additionally, the HST station in
downtown Fresno may result in positive economic benefits related to transit-oriented
development and the HST is consistent with many of the goals and policies identified in
the Fresno specific plans. For areas outside of the station area, where residential or
businesses are acquired as part of the project compensation is provided as detailed in
Appendix C, Relocation Information, in the Community Impact Assessment, and there
are suitable locations in the general area where residents and business could relocate
which minimizes the social and economic effects. Information is also provided in MF-
Response-LAND USE-3 and MF-Response-LAND USE-4 to address the effects on land
use and the future uses which can have an effect on the social and economic effects.

703-10
See MF-Response-GENERAL-1.

703-11

See MF-Response-SOCIAL-2 and MF-Response-SOCIAL-8. The HST project's level of
design somewhat limits the level of detail that the EIR/EIS analysis can achieve. The
analysis looked at replacement properties within the citywide relocation replacement
areas and within a 30-mile radius within the unincorporated portions of the counties. The
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analysis identified locations near the areas where the acquisitions occur for the business
and residential acquisitions in the City of Fresno, so businesses could be relocated in
close proximity to their existing locations. All businesses and residential properties
acquired would be compensated. SO-MM#2 in Section 3.12.7 provides information on
the relocation plan that will be developed as part of the HST project and Appendix C,
Relocation Information, in the Community Impact Assessment, provides additional
information on the compensation provided.

Section 3.13, Station Planning, Land Use, and Development, provides information on
the amount of land that will be converted to a transportation related use. The conversion
of land to a transportation related use is not anticipated to result in any negative effects
on the adjacent land use. Refer to MF-Response-LAND USE-4 for information on the
effects on future land use.

703-12

Suitable locations for any businesses acquired as part of the HST project are located in
same general area, so impacted businesses could relocate near their existing locations.
Refer to SO-MM#2 in Section 3.12.7 for information on the relocation plan that will be
developed for the project. The HST project would add incrementally to the existing
transportation corridors and no significant impacts on adjacent land uses occur. See
MF-Response-LAND USE-3 and MF-Response-LAND USE-4.

703-13

The displacement and relocation methodology follows guidance provided in the Right-of-
Way Manual — Relocation Assistance and Housing Program (California Department of
Transportation [Caltrans] 2009) for relocation impact documents and the Community
Impact Assessment, Caltrans Environmental Handbook, Volume 4 (Caltrans 1997).

The analysis is based on the draft 15% baseline engineering design plans provided by
AECOM in May and June 2010 and cost savings revisions provided by AECOM in
February, March, and April 2011 using a worst-case scenario, at-grade vertical profile.
Per agreement with the Program Management Team, two methodologies, the “full
method” and the “abbreviated method,” (to meet the schedule) were used for data
collection and acquisition/displacement determinations. The full method was used for
the May and June 2010 draft 15% baseline engineering design plans and the

703-13

abbreviated method was used for the February, March, and April 2011 cost savings
revisions and the June/July 2011 alignment update revision (including Hybrid with Ave
21 Wye and additional roadways). Onsite field inspections provided information to
formulate assumptions regarding affected property. Field inspections included drive-by
surveys and a review of aerial maps, tax assessor records, and property information
obtained from other county records.

Field inspections were conducted in 2009 and 2010 for the preliminary footprints. Aerial
photographs and a review of public records and broker information provided additional
information, when available. Aerial photographs and reviews of public records were the
primary sources of information to determine use and other details of properties that were
added to the preliminary footprints as the engineering design plans developed. The
abbreviated method reviews of parcels were conducted for the cost saving revisions to
the preliminary engineering design plans. Field inspections were not conducted;
however, aerial maps and aerial photographs were reviewed. Surveys that delineate the
actual right-of-way required for the Merced to Fresno Section of HST are yet to be
completed. Final determination of right-of-way impacts may change during engineering
and design of the HST facilities. After completion of the environmental review process
and consideration of public input, the preferred alternative would be selected and
analysts would evaluate acquisition and relocation alternatives. The HST project would
relocate displaced residents and businesses in suitable areas or provide just
compensation.

703-14

Information on the number of employees was based on the following methodology:

The number of displaced employees was determined by using estimated averages of 1
full-time employee (FTE) per 325 square foot (SF) for commercial land uses, 1 FTE
employee for 250 SF for municipal land uses (offices), and 1 FTE employee for 525 SF
for industrial land uses (including manufacturing, distribution, and

warehousing).

The analysis also included a preliminary evaluation of properties for sale and lease in
June, July, and August 2010 and current real estate market trends indicate an adequate
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703-14

quantity and quality of replacement properties for residential and business
displacements. The analysis was performed using data from CoStar, a

commercial real estate information company that provides commercial real estate
information including commercial properties for sale and commercial space for lease.
The replacement properties are within the citywide relocation replacement areas and
within a 30-mile radius in unincorporated portions of the counties. This is true under all
alternatives, at this time. Future availability may vary depending on market trends,
population growth, and planned development. The evaluation of properties for sale and
lease has been updated for the Final EIR/EIS. Based upon, the latest analysis with data
from CoStar in 2012 there are a number of available properties located in the general
area of the HST project, so businesses could relocated in close proximity to the their
existing location.

703-15

Information on employment is based upon 2010 data from the California Employment
Development Department. Any data from the 2000 US Census has been updated in the
FEIR/EIS with available 2010 US Census data.

703-16

SO-MM#2, Develop a relocation mitigation plan, has been updated in Section 3.12.7 of
the FEIR/EIS based upon the City of Fresno suggestions.

703-17

See MF-RESPONSE-NOISE-1, and the EIR/EIS Section 3.4, Noise and Vibration,
addresses effects specific to the zoo activities.

During the final design process, the Authority would coordinate closely with all affected
jurisdictions to establish and provide additional detail for the mitigation measures (i.e.,
surface treatment of columns to minimize aesthetic effects) for temporary and
permanent park impacts. See EIR/EIS Section 3.16.6 (Aesthetics and Visual Resources)
for additional information on mitigation measures that could apply to parks. See EIR/EIS
Section 3.17 (Cultural and Paleontological Resources) for additional information
regarding the historic status of Roeding Park. See also PK-MM #5 which describes the
mitigation measures for potential noise impacts at Roeding Park and specifically

703-17

requires the Authority to work with the City of Fresno to address potential noise impacts.

As noted in Draft EIR/EIS Section 3.15.5.3, the proposed projects described in the
Roeding Regional Park and Fresno Chaffee Zoo Facility Master Plans in June 2011
(City of Fresno 2011) would not conflict with the adjacent HST project, except for

the planned park boulevard entrance and exit at Golden State Boulevard. The other
proposed projects could proceed as designed. Regarding Golden State Boulevard, the
Roeding Regional Park and Fresno Chaffee Zoo Facility Master Plans identifies a new
boulevard through the middle of the park connecting with a new entrance and exit on
Golden State Boulevard. However, Golden State Boulevard would be closed under the
HST project (i.e., the project would require the closure of Golden State Boulevard east
of Roeding Park, precluding a direct connection). Accordingly, construction of the
boulevard as contemplated in the master plan would conflict with the HST design. The
Authority is currently working with the City of Fresno and the zoo to resolve this planning
conflict. Roeding Park has two existing entrance and exit points (Olive Avenue and
Belmont Avenue), which would remain under the master plan scenario. Moreover, the
HST project would construct new overcrossings at Olive Avenue and Belmont Avenue to
carry traffic over the HST guideway, which would facilitate continued access to these
existing entrance and exit points. The parties involved agree that utilizing Olive Avenue
and Belmont Avenue as primary entrances to the zoo instead of Golden State Boulevard
is a feasible solution. The involved parties agree that the goals of the Master Plans can
be served with these entrances, and the Authority is continuing to work with the City of
Fresno and the zoo on an MOU that will outline how the Master Plans will be updated to
reflect the HST project.

703-18

See MF-Response-VISUAL-3 and MF-Response-VISUAL-4. Specific details pertinent to
Fresno will be advanced through final design. The Authority is and will continue to be
working closely with the City of Fresno on multiple details, including the implementation
of the Authority’s Design Guidelines project design.

703-19

See MF-Response-CULTURAL-4; See MF-Response-CULTURAL-5; MF-Response-
CULTURAL-8; MF-Response-CULTURAL-2. McCardle Home, Acre Building Company,
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703-19

and Zacky Farms were evaluated and found to not be eligible, therefore they are not
discussed in the EIR/EIS.

703-20

See MF-Response-GENERAL-3 and MF-Response-LAND USE-2.

703-21

The overpass at McKinley Avenue will be at 8% grade, but it is not anticipated this will
negatively affect pedestrians in this area and is ADA compliant.

See responses SOCIAL-1 and SOCIAL-4 regarding acquisition and relocation impacts
to communities and businesses. As design details are finalized, such as pedestrian
connections, parking locations, and property acquisitions, the HST Authority will
continue to work with local agencies, including the City of Fresno.

703-22

The proposed HST Project will replace existing facilities. Additional improvements will be
done/depend on MOU/Agency Agreement between the Authority and the City of Fresno.

703-23

The City of Fresno requested that the Authority consider constructing Stanislaus Street
and Tuolumne Street crossings as underpasses under the HSR. The Authority informed
the City that due to construction sequencing and other timing constraints it was not
possible to construct these crossing as undercrossings within the time constraints
imposed by the ARRA funding. As an alternative the City requested that the Stanislaus
and Tuolumne overpasses be constructed as a single structure to be located at the
same location as the current Stanislaus Street overpass. The City further requested that
an ADA compliant pedestrian overpass also be constructed as part of the new
Stanislaus structure.

703-24

The locations of cul-de-sacs currently included in the project design were developed in
coordination with the City. CHSRA and FRA will continue to coordinate with the City as
design efforts continue. See also MF-Response-TRAFFIC-2.

703-25
See MF-Response-SOCIAL-1 and MF-Response-SOCIAL-4.

703-26

The Authority is aware of the City’s vision for Downtown Fresno and its ongoing efforts
to advance that vision. Furthermore, the Authority is prepared to continue its
collaboration with the City to ensure a common understanding of the respective roles
and responsibilities in contributing to realizing the components of the vision. Moving
forward, the principal forum for this collaboration will be the station area planning
process, as supported by the Authority’s Station Area Planning Grant. The City's grant
application was approved by Authority staff in November 2011, which was used to
develop the Station Area Planning Funding Agreement. The City completed its review of
the Funding Agreement and approved it at the end of December 2011. Once

the Funding Agreement is signed and approved by the Authority, the planning work
associated with the grant application will commence. Through this process, the Authority
anticipates resolution of a variety of matters related to the HST project and its effects on
Downtown Fresno, including those mentioned in the City’'s comment(s). The outcomes
will be reflected as refinements to the Authority’s 30% design for the station, which will
follow completion of the alignment, structures, and roadway design work for the initial
construction segment (ICS). Note that the City’s comments on this subject address
issues that would not affect the environmental analysis. The possible exception is the
configuration of the Fresno Street-H Street intersection and associated changes to the
local circulation network, which could affect the traffic analysis. The analysis completed
for the FEIR/EIS does, however, assume the restoration of the intersection as a four-
way, at-grade facility, which is consistent with the City’s comment/request.

703-27

See MF-Response-TRAFFIC-5. Parking for the downtown Fresno station area is
addressed in the Section 3.2, Transportation, and the section identifies the number of
parking spaces that could be required for the Fresno station. To meet the initial 2020
demand, about 3,500 parking spaces would be required and another 1,550 to meet the
2035 parking demand. To meet the demand for parking the excess public parking within
1 mile of the station will be used and it is not until 2035 that a full build out for parking
spaces will be required. Any new structures required to meet the estimated 2035
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703-27

demand will not be constructed until there is a need.

The Authority is aware of the City’s vision for Downtown Fresno and its ongoing efforts
to advance that vision. Furthermore, the Authority is prepared to continue its
collaboration with the City to ensure a common understanding of the respective roles
and responsibilities in contributing to realizing the components of the vision. Moving
forward, the principal forum for this collaboration will be the station area planning
process, as supported by the Authority’s Station Area Planning Grant. The City's grant
application was approved by Authority staff in November 2011, which was used to
develop the Station Area Planning Funding Agreement. The City completed its review of
the Funding Agreement and approved it at the end of December 2011. Once

the Funding Agreement is signed and approved by the Authority, the planning work
associated with the grant application will commence. Through this process, the Authority
anticipates resolution of a variety of matters related to the HST project and its effects on
Downtown Fresno, including those mentioned in the City’s comment(s). The outcomes
will be reflected as refinements to the Authority’s 30% design for the station, which will
follow completion of the alignment, structures, and roadway design work for the initial
construction segment (ICS). Refer to Section 7.5, Station Alternatives, for additional
information on the Fresno station alternatives the selection of a preferred alternative.
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OVERVIEW

HIGH SPEED RAIL ALIGNMENT THROUGH FRESNO

Enters Fresno from the south following the BNSF tracks just east of
Cedar Avenue, west of SR-99 and east of SR-41.

Enters Fresno from the north on the east side of UPRR, immediately
crosses to the west side of UPRR north of Herndon Avenue and
generally follows the Golden State Boulevard - G Street - Railroad
Avenue alignment.

Sweeping curve between the Jensen Ave/UPRR overpass to North
Avenue and SR-99 to transition from the UPRR to BNSF alignments.

All at-grade in the City of Fresno with the exceptions of:

« Elevated when crossing San Joaquin River, UPRR and Herndon
Avenue, transitioning to at-grade prior to the future Veterans
Boulevard crossing.

* Depressed from north of Belmont Avenue to Stanislaus Street, in
order to dive under the UPRR spur to Roeding Business Park, FID’s
Dry Creek Canal and the 180 freeway.

« Elevated between Jensen Avenue and Central Avenue, ¢, o

in order to fly over the 99 freeway. EDECAI <
FNC-Jte%s
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